










rajit 


“World 


Entered as second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 8, 1879 


Ti 
iy af 





Vol. XLII. No. 8 Wii! CHICAGO, ILL., FEBRUARY 23, 1929 





A Treatise 
on ‘Packaging 









vo is a book, just issued by Hinde 
& Dauch Package Engineers that ex- 
plains how H & D service can benefit you. 






Back of this service are twenty-one 
plants with acres and acres of floor space 

. miles and miles of machinery... 
millions of dollars of invested capital .. . and thousands of 
workmen. All have a singleness of purpose that has made 
Hinde & Dauch the largest producers of corrugated fibre 
shipping boxes in the world. 


“Package Engineering” is the title of the book that shows 
how these H & D facilities can operate for you. Write for a pe 
































copy on your business stationery—no charge. A, ." 
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THE HINDE & DAUCH PAPER COMPANY Te) 
303 Decatur St. SANDUSKY, OHIO 
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Meeting the 


transportation 
needs of the 
Atlantic 


and Pacific 


Seaboards 
through the 


Panama Canal | 
AMERICAN-HAWADTAN STEAMSHIP COMPANY 


‘‘Coast-to-Coast Since 1855’’ 


Kansas City it’ 


Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


*‘Surrounded by the Wholesale District” 


Merchandise Storage 
Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club of K. C., 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 


Write us for Information and Rates 
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“The Shipping 
That Is Different” 


UNIVERSAL 
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uestion of Policy 
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The measure of a company’s success in any 
phase of industry or transportation de- 
pends entirely upon the policy it pursues. 


The acknowledged leadership of Universal 
Transcontinental Freight Service in the 
consolidation of less than carload ship- 
ments of Machinery, Automobile Parts, 
Paints, Varnishes, Tires and other com- 
modities for the Pacific Coast did not 
just happen. 


It is the result of following a well defined 
policy of operation for 36 years; the best 
possible time in transit at the lowest pos- 
sible rates consistent with dependable 
and efficient transportation. 


UNIVERSAL 


TRANSCONTINENTAL 


FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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|The Belt Railway Company of Chicago 


INDUSTRIAL DEPARTMENT 
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[Co-operative Policy 
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knowledge of Industry’s 
o meet them through character service 
rtant factor in your determination of 


With an experience obtained through over forty 
years of constant contact with such problems, 
necessary facilities which 
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}| Our aim is to render helpful assistance and toward , 
that end we place ourselves unreservedly at your 
disposal. : 


J. F. HOGAN, Vice President J. H. BROWN ¥ 
Dearborn Station Traffic and Industrial Manager 
Chicago Dearborn Station 
; Chicago 


Telephone Harrison 3690 


Lore 
SS Sk 


f 
3 





THE TRAFFIC WORLD 


- 


Just as many men will walk out of their way to keep a black 
cat from crossing their path because of the fallacious belief 
that they are avoiding bad luck—so do many shippers send 
their Oriental cargoes “out of their way” because of the 
equally fallacious belief that South Pacific ports are closest 
to the Orient. Habit, of course, we all know that—yet many 
persist in doing it. 


As a matter of fact, the Seattle short route is from 500 to ~ 


1,500 miles shorter than any other across the Pacific. 


Take Yokohama, for instance: Seattle is over 500 miles 
NEARER to Yokohama than are South Pacific ports. By the 
“established trade route” via the Hawaiian Islands, Seattle 
is nearly 1,500 miles nearer. The difference in time is pro- 
portionate—running from a day to a week, depending upon 
the speed of the vessel. The same is relatively true of Kobe, 
Shanghai, Hongkong and Manila—in fact, the entire Asiatic 
Archipelago. 


Not only does this route Vv H | p VY | A Savings of from a 
make possible quicker day to a week in 
and more propitious de- in transit” time 


liveries, but there is Pp U B lL | é mean appreciable 


a proportionate saving Saving in insur- 


in shipping expense. be F R ‘WAY NA AY ga interest 
THE PORT OF SEATTLE 


Up-to-the-minute equipment of the Port of Seattle insures greatest 
dispatch in transfer of cargo from car to ship. Anything from 
a hundred ton locomotive to a bale of matting can be handled 
with equal facility and dispatch. 


Four trans-continental 
rail lines and inm- 
merable trans- Pacific 
steamship lines afford 
most frequent service 
VIA SEATTLE! The 
Seattle Public Termi- 
nals provide every fa- 
cility for the 

tious, economical and 
efficient transfer from 
car to ship. 


Seattle to Yokohama 


Bell St. Terminal - -~ - Seattle, Washington Hawai? *e 


Seattle the Orient 
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Warehouse 


LACKAWANNA’S 
NEW TERMINAL 













OCATED in the heart of the World’s greatest markets, the Hoboken 

Jersey City Warehouse Terminal on the Lackawanna Railroad adjacent 
to ferries, trans-Atlantic piers, highways and Holland Vehicular Tunnel—in 
the Port of New York, is a vital service institution to manufacturers and 
distributors of goods and to every consumer in the United States. This huge, 
most modern warehouse is now under construction and will be ready for 
service November, 1929. It is the largest terminal warehouse of its kind on 
the Atlantic Seaboard. 


A warehouse and freight station so conveniently located with rail and 
water facilities permits strategic transit storage and the delivery of goods to 


oe nearby consuming centers by reliable freight and water transportation, or by 
ci motor truck serving the nearby Greater New York markets. 

ic The service and facilities of this new modern warehouse will lower the 
ho expertise of the distribution of goods, regulate supply to demand and provide 
i the maximum of service at a minimum cost. It is another strong link added 
poe) to the chain of Lackawanna service. 


Write or inquire of any Lackawanna Agent regarding Warehouse Space 


LACKAWANNA 
RAILROAD 


The Pioneer 


in op ianeer EIA 
Merchandise Service Railroad 
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Paik 


Straight to Destination 


Without Delay! 


ad 


Like an arrow speeding to its mark Nickel 
Plate trains are constantly carrying thou- 
sands of tons of freight. 


Through daily merchandise cars, live stock, 
perishables and other classes of freight are 
receiving the same outstanding service that 
is making the name “Nickel Plate” famous 
for good railroading. 


NEW YORK 
ST. LOUIS 
INDIANAPOLIS 
DETROIT 


CHICAGO 
EORIA 
CLEVELAND 
TOLEDO 
BUFFALO 


Ship and Travel 


Nicken Peate Roan 


AND 
INTERMEDIATE 
POINTS 
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YOUR FREIGHT 


Receives Careful Handling and Prompt Shipment 
via the 





Great Northern Railway 


From and to St. Paul, Minneapolis, Duluth, Superior, 

Sioux City, Winnipeg, Billings, Butte, Spokane, Seattle, 

Tacoma, Portland and intermediate points—with 

through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Serving the Northwest with a Dependable 
Passenger Service Including the 


Luxurious—Faster Time—No Extra Fare 


Oriental Simited 


Between Seattle and Chicago Without Change of Cars 





H. H. Brown M. J. Costello A. J. Dickinson 
General Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle, Wash. Se. Paul, Minn. 









H. G. Dow T. J. Shea 
Eastern Traffic Manager Asst. General Freight Agent 
New York City 105 W. Adams &., Room 620, 
Chicago, IIL ——— 
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Perishable Freight Service 


To Points in Virginia and the Carolinas 


Whether you are in- 
terested in the move- 
ment of **perishables’’"— 
or in the dependable 
transportation of freight 
of any other classifica- 
tion, may we suggest 
that you give the near- 
est Norfolk and West- 
ern representative an 
opportunity to get in 
touch with you? 


watchful care in its movement. Primarily, such service covers 

the rapid transit of foodstuffs—meats, vegetables, fruits, dairy 
products and commodities that must be kept under refrigeration or 
at a degree of warmth to prevent freezing. 


Tea very name of this class of freight service suggests speed and 


Through the constant supervision of the railway’s traffic officers, 
these cars of “perishables” are in transit no longer than necessary to 
move from points of origin to destination. Due to this unceasing 
vigilance on the part of railway employees and officers, the daily fare 
of those in the smallest hamlets equals that of dwellers in the largest 
cities. Meats from the great packing centers; fruits from the tropics 
and sub-tropics; early vegetables from the Gulf Coast of Texas, many 
of the Southern states and from California, reach both large and small 
cities in the eastern and southeastern states ‘while Winter still lingers 
in the lap of Spring.” 


That it has instituted the best obtainable service is indicated by 
the fact that cars of ‘‘perishables’’ leave Chicago at 7:00 P. M. daily 
for third-day delivery at Roanoke, Lynchburg, Portsmouth, Norfolk, 
Va., and Winston-Salem, N. C.; and fourth-day delivery at High 
Point, Raleigh and Durham, N. C., Florence and Charleston, S. C. 


Representatives of the Freight Traffic Department of the Norfolk 
and Western Railway are located in key cities—from New York, 
Boston and Jacksonville on the Atlantic, to Denver and Salt Lake 
City in the West—including the Southern, Central and Mid-Western 
States. 


NORFOLK AND WESTERN RAILWAY 
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the Most Liberal 
in the WORL'D 


When a shipper turns his merchandise over to the 
FEDERAL BARGE LINE, he frees his mind of 
anxiety over possibility of loss due to any of the 
hazards of transportation. The FEDERAL BARGE 
LINE affords the shipper greater safety and protec- 
tion for his freight than are provided by any other 
carrier in the World. 













Careful handling and stowing of freight on the 
barges and the smooth, steady sailing of these floating 
carriers eliminate the risk of loss or damage to mer- 
chandise from jolting, jarring, or shifting of cargoes. 
In addition to these advantages, all freight in posses- 
sion of the Federal Barge Line is subject to the con- 
ditions of its Bill of Lading. This covers full liability 
for loss or damage due to fire and marine perils and 















Excerpt From Federal Barge Line’s 















the ordinary hazards, and also for loss or damage due Bill of Lading 
° 66 
to floods, windstorms, and other so-called “Acts of “SECTION 8 (a) The carrier expressly 
God,” against which other carriers do not insure. waives the benefit of any protection, imitation, 
. 2 . t 
The only damage for which the Barge Line Is not Rocca ay 4 "1893, ‘commonly known ny the 
liable is that caused by the acts or omissions of the re Act, or under on oe * og age 
; with respect to the limitation of the lability o 
shipper or owner. ship owners, or any Acts amendatory thereof 
, , : ‘ or supplemental thereto.” 

The Barge Line also offers substantial savings in scortt ngenting, mths case, of sunte on, whieh, Oe 

e . . ree time as expire or wdHic are stopp an e 
freight charges and prompt, dependable service. Your in transit upon request of the shipper, owner, or party 
° ° ° ° ° entitled to make such request, the carrier hereby also 
competitors are using the Barge Line increasingly— assumes liability and agrees to pay for all loss of, or 
. : " ‘ damage to, merchandise, while in its possession as 
and with growing satisfaction. W hy not your carrier or bailee, due to fire or marine perils or to 
floods, windstorms or other Acts of God; subject, 





however, to any lawful provisions for a released valu- 





. . h 
For further information address your nearest ii sullen at an cae a ee 
representative = or dangerous goods or goods of extraor- 
° inary value. 





Mississippi -Warrior Service 
FEDERAL BARGE LINE 


OPERATED BY THE SECRETARY OF WAR, GOVERNOR 
THE INLAND WATERWAYS CORPORATION Maj. Gen. T. Q. ASHBURN, CHAIRMAN of the BOARD 


W. M. HOUGH, Traffic Manager, J. P. HIGGINS, T. M C. E. BECKER, Asst. to T. M.-H. RUDDIMAN, Asst. T. M. 
(Solicitation), (Soltonee) 














320 Magazine St. (Solicitation), 
New Orleans, La. 1204 Federal Commerce Trust 320 Magazine St., 521 Austin Bldg. m 
Bldg., St. Louis, Mo. New Orleans, La. Chicago, Ill. 
BIRMINGHAM, ALA., DALLAS, TEXAS, MEMPHIS, TENN., ST. LOUIS, MO., 
Brown Marx Bldg. " 2610 S. Ewing St., 1201 Cotton Exch. Bldg., 1207 Fed. Com. Trust Bldg., 
. W. Guice, Gen. Agt. L. W. Carson, Trav. Frt. Agt. H. T. Anderson, Gen. Agt. J. F. Ward, Gen. Agt. 
: CHICAGO, ILL., HOUSTON, TEXAS, MINNEAPOLIS, MINN., ST. PAUL, MINN., 
521 Austin Bldg. 2905 Cleburne St., 523 pergoase A ws 1417 Pioneer Bldg., 
W. F. Johnson, Gen. Agt. J. H. Golden, Com. Agt. G. E. Helwig, A. G. F. A. Elmer Cordes, Gen. Agt. 
CINCINNATI, OHIO LOS ANGELES, CAL., MOBILE, ALA., SAN FRANCISCO, CAL., 
sts Union Cen. Life Bldg., 807 Pacific Elec. Bldg., 315 Van Antwerp Bldg., 415 Customhouse, 






. Thompson, Com. Agt. C. G. Krueger, Com. Agt. H. M. Wilson, Com. Agt. T. B. Esty, Pac. Coast Rep. 
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TATES OF PROGRESS 


served by 
Southern Pacific Lines 


ee _«* © ‘OFFLINE AGENCIES 
2 @ GATEWAYS} 


«307 
QED) 


abe) 
Off-line Agencies 


® ATLANTA 
Healey Bldg. 
@ BALTIMORE 
_ 209 Morris Bidg. 
® BIRMINGHAM 
Woodward Bldg. 
® BOSTON 
Old South Bldg. 
® BUFFALO 
Ellicott Square Bldg. 
® CINCINNATI 
Dixie Terminal 
@® CHICAGO—FREIGHT DEPT. 
Southern Pacific Bldg. 
@® CHICAGO PASSENGER 
DEPT., 33 West Jackson 
@® CLEVELAND 
Hippodrome Bldg. 
® DENVER 
Beston Bldg. 


® DETROIT 
Majestic Bldg. 
@ HAVANA 
Manzana de Gomes 
® INDIANAPOLIS 
Merchants Bank Bldg. 
® KANSAS CITY 
Railway Exchange Bldg. 
® MEMPHIS 
Exchange Bldg. 
@ MINNEAPOLIS 
Metropolitan Life Bldg. 
® MEXICO CITY 
Ave. Cinco de Mayo, No. 32 
® MONTERREY 
Edificio Langstroth 


® NEW YORK CITY—FGT.-PASS, 


165 Broadway 


Uptown Pass. Ticket Office 
531—5th Ave. at 44th St. 


® OKLAHOMA CITY 
Perrine Bldg. 


® PHILADELPHIA 
Packard Bldg. 
® PITTSBURGH 
Park Bldg. 
® SALT LAKE CITY 
41 South Main St. 
® SEATTLE 
314 Union St. 
® ST. LOUIS 
Carleton Bldg. 
® VANCOUVER, B. C. 
585 Granville St. 
® WASHINGTON, D. C. 
Southern Bldg 


shackles of Mexico, called for men and women of initiative— 


T sieckt when starting ‘‘on her own,’ after striking off the 


farmers, merchants, manufacturers and homeseekers. 


Development hinged upon the ability to open and maintain 
avenues of transportation and traffic. 


Southern Pacific, a pioneer, building into new countries full of 
latent possibilities, gave Texas its first railroad. 


The earnest effort of both State and railroad to contribute to the 
continued development of each city and town, creating prosperous 
communities with a happy and satisfied citizenry, has made their 


progress synonymous. 


With justifiable pride Southern Pacific shares its state of progress 


with this State of Progress. 


TEXAS, the largest state in the Union with 
its 265,896 square miles, was first settled in 
1682 by the anish in Ysleta, 12 miles east 
of present El Paso. Natural advantages such 
as coal beds, oil and innumerable ot 
products, extremely fertile soil for producing 
cotton, maize, ains, peanuts, sorghums, 
rice and fruits ol enties variety, in addition 
to its 16,000 miles of rail lines, has truly made 
Texas a state of progress. 


It has today over 465,000 farms and nearly 
4,400 manufacturing establishments in its 253 
counties, wherein are located some of Ameri- 
ca’s most enterprising cities. 


SOUTHERN PACIFIC LINES 
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OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 


RAILROAD CONSOLIDATION 


Though nothing is to be expected in the way of rail- 
toad consolidation legislation at this session of Con- 
gtess, which ends March 4, there have, nevertheless, 
_ been interesting and important developments in the last 
week with respect to this subject. One of them is the 
*greement by the Senate committee on interstate com- 
merce on a consolidation bill—the revised Fess bill, with 
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amendments. The most important amendment—or, 
rather, the most interesting one—is a compromise be- 
tween those who approved the provision in the present 
law requiring the Interstate Commerce Commission to 
make a plan on paper for consolidation of the railroads 
into a number of systems, and those who thought there 
should be no such plan, but a simple provision authoriz- 
ing the Commission to pass on such consolidation plans 
as might be submitted by any railroad or railroads, after 
proper hearings and with a view to protecting the public 
interest. 

The compromise, it seems to us, is a mere use of 
language to conciliate men to whom words mean much 
but who do not think beyond that. They appear to be 
satisfied that there is some reference to a general plan 
in the bill. But just how that reference is to have any 
real effect or be of any real benefit, even on the theory 
that it would be wise to adopt a plan, is beyond us. 
The Commission, under the amendment, would be in- 
structed to complete its study and prepare and make 
public a general plan of consolidation as soon as prac- 
ticable, but this plan would be “tentative” only, “avail- 
able for such assistance as the study may properly fur- 
nish to the Commission in passing upon petitions.” 

In other words, assuming that the Commission had 
before it petitions on which it wished to act favorably, 
or wished to encourage the filing of petitions, it could 
adopt “tentatively,” for the purpose of complying with 
the law, any old plan that might occur to it—the Ripley 
plan, for instance, or some wild dream for consolida- 
tion of the New York Central, the Pennsylvania, and the 
Southern -Pacific in one group and other railroads in 
other groups. The plan would mean nothing but a 
compliance with the letter of the law and the Commis- 
sion would be free to depart from it whenever it chose. 
The more foolish the plan the more readily and the 
more often it would depart from it. 

Of course, this kind of provision for a “plan” is put 
into the committee bill only because there have been 
advocates of a real plan and it is desired to conciliate 
them. No one thinking the thing through from the be- 
ginning and desiring to draft a sensible and logical con- 
solidation measure would think of inserting in it any 
such abortion. He would either leave out all reference 
to a plan or provide for a real, honest plan, to be fol- 
lowed strictly, except, perhaps, under certain excep- 
tional circumstances that would be set forth. 

There is not, however, much to worry about, except 
the possibility that, if this measure, with the amendment 
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ferred to, becomes a law, the Commission will take it 
too seriously and think it has to make a real plan that 
yill hold water, instead of one that will merely serve to 
satisfy some shallow minded members of Congress that 
it has some sort of working plan. The Commission 
self, unfortunately, is none too positive in its views, 
having recently split even on the question of whether 
it ought to be required to prepare a plan or not. Until 
that vote was announced it had not been known that the 
Commission had wabbled with respect to its former 
views, expressed in recommendations in its annual re- 
ports, that it should be relieved of the duty of preparing 





a plan. 
The other developments are the Baltimore and Ohio 


and the Van Sweringen plans proposed to the Commis- 
sion, told about elsewhere. 


MUDDLED CONGRESSIONAL IDEAS 

What Representative Garber, of Oklahoma may 
think or say about the situation in connection with the 
Interstate Commerce Commission is not important ex- 
cept for the fact that he is a member of Congress, which 
makes our laws, and that his ideas are more or less 
typical of the muddled state of reason, both in and out 
of Congress, with respect to this subject. 

In his recent speech, printed elsewhere, in support 
of his bill to require the Commission, by divisions of 
one or more members each, to hold sessions at least once 
ayear in not less than four places in each rate group, 
he said the law should also be changed to require the 
President to make appointments to the Commission on 
the theory that every section of the country is entitled 
to representation thereon. 


We venture to point out, as it has been pointed 
out many times, that the Commission is and ought to 
be in no sense representative of sections of the country. 
In the first place, there are not commissioners enough 
to go round, if every section is to be represented, and, 
if appointments were made on-that theory, those sec- 
tions not represented would be justly offended and we 
should be in a state of constant turmoil. In the second 
place, sectional representation is not intended by the 
present law and ought not to be sought, any more than 
it ought to be sought in appointments to the United 
States Supreme Court. What is wanted on the Com- 
mission, as on the Supreme Court bench, is men of 
proper character and general attainments, with special 
knowledge of and training in the subjects with which 
they have to deal. One need not come from Oklahoma 
to judge wisely as to whether a certain rate adjustment 
affecting Oklahoma is wise or fair. Indeed, it would be 
better, if justice is the end sought in deciding a matter 
of that kind, that there be no Oklahoma representation 
on the Commission. With the facts all in the record 
and a geography available to those commissioners who 
might not otherwise know where Oklahoma is, a com- 
missioner appointed from Timbuctu could decide the 
case as fairly and wisely as one appointed from Okla- 
homa—and he would be a good deal more likely to do so. 

This “representation” idea, as applied either to lo- 
talities or classes of people, is one that ought to be dis- 
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couraged instead of encouraged. It brings enough em- 
barrassment and inefficiency in its unofficial, but never- 
the less actual, workings under our political system, 
which makes it more or léss incumbent on the President 
of the United States to make appointments of whatever 
nature with an eye to pleasing party leaders and political 
workers, either as rewards for their services or for the 
purpose of strengthening political fences. Mr. Garber 
would make this situation worse instead of better. Fit- 
ness and not geographical availability or representation 
ought to be the true test. We may not hope that presi- 
dents, in making appointments, and senates, in confirm- 
ing them, will ever lose their sense of political expedi- 
ency; but we may at least insist that bad methods of 
making appointments be not compulsory and that the 
appointing authorities may at least confine their politi- 
cal preferences to candidates that are qualified for the 
jobs they seek. 

Mr. Garber made the usual time-honored appeal for 
consideration of the farmer in making freight rates and 
found fault with the Commission because it had not 
yet, after four years, made any compliance with the 
wishes of Congress as expressed in the Hoch-Smith 
resolution. Mr. Garber is mistaken. The Commission 
is using the best part of its force and the greater part 
of its time in endeavoring to comply with that resolu- 
tion. Its methods may be cumbersome and dilatory— 
as we think they are—but, at least, its methods in this 
matter are no different from those it employs in other 
similar matters. It may be taking more time than it 
ought to take, but, as we say, there is in that delay no 
departure from its custom and it could not, in any 
event, act off hand, without some serious investigation, 
to carry oyt the mandate of Congress as expressed in 
this resolution. Indeed, the resolution, by its very lan- 
guage, instructs the Commission to make such an in- 
vestigation. Besides, the Commisiion has actually de- 
cided some cases in accordance with its construction of 
the resolution. So that Mr. Garber simply does not 
know what he is talking about in this respect. 

In support of his idea that the Commission should 
be “representative” and should move over the country, 
he speaks of its being “centralized” in Washington in a 
“railroad atmosphere,” where the “voice of the country” 
is seldom heard. We think the Commission is in the 
very best place in the world to hear the “voice of the 
country,” if that voice is uttered by Congress. So far 
as the railroad atmosphere is concerned, there is no city 
of size in the country so free from it, in the usual sense, 
since Washington is not a railroad or industrial center, 
but the seat of our government. If Mr. Garber refers, 
as he seems to, when he speaks of railroad lawyers be- 
ing “constantly before it,” to the personnel of litigants 
who appear before it, we do not see where he gets the 
idea that the railroads predominate, either in numbers 
or influence. We have been under the impression that 
the shippers held up their end in pretty efficient fashion. 
At least we believe the railroads think so and results 
would seem to indicate it—except that everybody does 
not stop everything else and take care of Mr. Garber’s 
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farmer friends without regard for facts or other condi- 
tions. 

We suppose ignorant members of Congress must 
continue to make speeches in the effort to impress their 
constituents with the idea that they are “on the job” and 
that they are dealing intelligently with public questions. 
Our only hope is that the public may some day become 
so enlightened that it will not be throught wise to make 
such speeches or that, if they are made, they will have 
little effect. 


GARBER DENOUNCES COMMISSION 


The Traffic World Washington Bureau 


A general denunciation of the Commission, its ways and its 
works, on account of its failure to come to the rescue of the 
farmers, was made in a speech to the House of Representatives 
by Representative Garber, of Oklahoma. He is the author of 
a bill, H. R. 16841, amending section 17 so as to authorize the 
Commission to divide itself into as many divisions as it desires, 
and amending section 19 so as to require the Commission, by divi- 
sions of one or more commissioners, to hold sessions at least 
once a year in not less than four places in each “rate group” as 
such groups were constituted on January 1, 1929. 

In his speech Mr. Garber went farther than in his bill in 
saying what should be done for the relief of what he said was 
the situation. He said the law should be so changed as to 
require the President, in all future appointments, to fill vacan- 
cies on the Commission with due regard to the fact that every 
section of the country was entitled to equal representation. His 
speech also was broader than his bill in that he said the admin- 
istration of the law by the Commission should be decentralized 
by delegating power to one commissioner subject to appeal to a 
division of five. 

Mr. Garber’s object, as stated by him, was to address the 
House on transportation conditions throughout the country, ulti- 
mately for the purpose of considering the adequacy of the ma- 
chinery essential to administration. As a background he 
repeated the observations about transportation rates and charges 
on the products of agriculture made by the joint congressional 
commission on agricultural inquiry in 1921, the Chamber of 
Commerce of the United States in 1923, the preliminary report 
of the agricultural conference in 1925, President Coolidge’s mes- 
sage to Congress in December, 1923, and December, 1924, wind- 
ing up with a declaration that the Commission’s continued 
neglect prompted Congress to enact ‘an additional mandate to 
the Commission in 1925 (Hoch-Smith resolution) as an emer- 
gency measure to reduce the charges against farm products and 
relieve agriculture.” 


“And yet more than four years have elapsed without any 
compliance with the demands of the country and the Congress,” 
asserted the Oklahoma member. “It shows an imperviousness 
to public sentiment and of the imperative needs of agriculture 
as to prompt an inquiry at once as to its competency to admin- 
ister. It is an independent commission. It has no driving head. 
It is lacking in systematic organization and driving power to 
get results. The annual election of a president for one year 
only, in order that the honor may be passed around among its 
membership, completely divests it of a driving force at the head 
essential to the adoption of a policy .... Centralized here in 
Washington, its members move and live and have their being 
in a railroad atmosphere. Railroad lawyers are constantly 
before it with their contentions and their arguments and repre- 
sentations. The voice of the country is seldom heard. The 
breath of the country atmosphere rarely permeates it. Instead 
of acting as an administrative body for the people to administer 
for the people as Congress created it, it now acts as a court, 
assumes judicial attitude, and requires the unorganized public 
to bring cases to it for disposition.” 

The Oklahoman declared that farmers of the middle west 
and the southwest were at a disadvantage, with whom he did 
not say, of “7.3 per cent a bushel on wheat going into the mar- 
kets of Liverpool.” He wanted to know how the American 
farmer could be expected to compete with his competitors in 
Canada, in the Argentine, Australia, and India “with the dis- 
advantage of 7.3 per eent a bushel greater transportation costs 
to the world’s market.” The cost of transportation in Canada, 
he declared, was at least 50 per cent less than in the United 
States for the same products. Minnesota, he affirmed, had the 
most favorable farm products rates in the union, those in the 
middle west and southwest being 60 per cent higher. 

“Give us the Minnesota rates and we will be able to put 
farmer products in Liverpool on an equality with every other 
country in the world,” asserted Mr. Garber, who, in support of 
his proposition that the exportable surplus controlled the prices 
made in the Liverpool market, quoted from some of Herbert 
Hoover’s campaign utterances. 
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Representative Knutson, of Minnesota, interrupted to 
that Minnesota paid interstate rates as high as the rest of ru 
country. Mr. Garber said the rate in Minnesota was 8 Cents 7 
hundred pounds for 50 miles, that in Kansas it was 10 cents : 
in Oklahoma and Texas 11 cents. At 100 miles, he said, th 
rates were 12 cents in Minnesota, 13 cents in Kansas and 4 
cents in Texas. At 500 miles, he said, the Minnesota rate wa: 
19.5 cents, in Kansas 24.5 cents, and in Oklahoma and Texas 
33 cents. s 

Answering Representative Morgan, of Ohio, the Oklahoman 
agreed that in view of the “interminable and inexcusable delay” 
the Ohioan was right in his suggestion that construction of tee 
St. Lawrence waterway was the only relief in sight for the 
farmer. 

The Oklahoma member put into his speech a comparison 
of United States and Canadian wheat rates. He used rates for 
export from points in Nebraska, Kansas and Oklahoma to Gg. 
veston to represent the United States rates and Crow’s Neg 
Pass rates, the lowest in Canada, for like distances. The ayer. 
age rate from Nebraska points was shown to be 48.3 cents ang 
the Canadian rate 25 cents; from Kansas 45.3 cents and 22 cents 
on the Crow’s Nest basis. The average rate from the Oklahoma 
points was shown as 35 cents and the Canadian rates 18.5 cents 

Mr. Garber said the present system of regulation was 
wrong; that the Commission was exercising legislative powers 
never delegated by Congress; that its methods were slow, tor. 
tuous, painful, costly, unwieldy, cumbersome, and too far behing 
to afford relief anywhere needed any time in this generation 
or the next. Its service, he said, was of value only to those 
desiring the preservation of existing conditions and that it was 
doing that work well. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended February 9 
totaled 955,478 cars, according to the car service division of 
the American Railway Association. 

Compared with the preceding week, this was an increase 
of 8,586 cars, with increases reported in the total loading of all 
commodities except grain and grain products and miscellaneous 
freight, which showed small decreases. 

The total for the week ended February 9 was an increase 
of 49,001 cars over the corresponding week in 1928, but a de 
crease Of 7,124 cars under the corresponding week in 1927. 

Revenue freight loading by districts the week ended Feb- 
ruary 9 and for the corresponding period of 1928 was reported 
as follows: 


Eastern district: Grain and grain products, 6,722 and 6,873; live 

stock, 2,582 and 2,777; coal, 49,812 and 39,308; coke, 5,880 and 4,210; 
forest products, 6,152 and 7,130; ore, 1,588 and 975; merchandise, L. 
C. L., 68,486 and 65,214; miscellaneous, 87,199 and 80,727; total, 1929, 
228,421; 1928, 207,214; 1927, 219,418. 
_ Allegheny district: Grain and grain products, 3,377 and 3,726; 
live stock, 2,042 and 2,094; coal, 49,585 and 41,675; coke, 5,713 and 
5,133; forest products, 3,049 and 2,664; ore, 1,530 and 2,009; mer- 
chandise, L. C. L., 52,914 and 53,377; miscellaneous, 76,120 and 70,666; 
total, 1929, 194,330; 1928, 181,344; 1927, 198,607. 

Pocahontas district: Grain and grain products, 180 and_ 211; live 
stock, 50 and 83; coal, 46,238 and 36,271; coke, 477 and 474; forest 
products, 1,336 and 1,426; ore, 123 and 140; merchandise, L. C. L, 
6,770 and 7,480; miscellaneous, 6,097 and 5,395; total, 1929, 61,271; 1928, 
51,480; 1927, 60,326. 

Southern district: Grain and grain products, 4,671 and 4,055; live 
stock, 1,928 and 2,309; coal, 30,514 and 25,068; coke, 822 and 582; 
forest products, 19,885 and 19,111; ore, 1,268 and 1,159; merchandise, 
L. i ee 41,107 and 41,753; miscellaneous, 47,698 and 50,333; total, 
1929, 147,893; 1928, 144,370; 1927, 159,348. 

Northwestern district: Grain and grain products, 11,174 and 
12,989; live stock, 8,693 and 10,392; coal, 12,158 and 7,555; coke, 2,125 
and 1,800; forest products, 15,569 and 21,174; ore, 579 and 431; mer- 
chandise, L. C. L., 29,993 and 31,613; miscellaneous, 32,101 and 
31,951; total, 1929, 112,392; 1928, 117,905; 1927, 113,548. 

Central Western district: Grain and grain products, 15,661 and 
12,596; live stock, 9,884 and 12,454; coal, 21,465 and 13,582; coke, 482 
and 352; forest products, 6,310 and 8,752; ore, 3,859 and 3,406; mer- 
chandise, L. C. L., 33,195 and 34,057; miscellaneous, 44,405 and 45,598; 
total, 1929, 135,261; 1928, 130,797; 1927, 137,006. av 

Southwestern district: Grain and grain products, 6,075 and 5,740; 
live stock, 2,351 and 2,735; coal, 8,060 and 5,487; coke, 322 and 185; 
forest products, 7,511 and 8,058; ore, 390 and 392; merchandise, L. C. 

16,223 and 16,842; miscellaneous, 34,978 and 33,928; total, 1929, 


75,910; 1928, 73,367; 1927, 74,349. 
grain products, 47,860 and 46,190; 


Total, all roads: Grain and 

live stock, 27,530 and 32,844; coal, 217,832 and 168,946; coke, 15,821 
and 12,736; forest products, 59,812 and 68,315; ore, 9,337 and 8,512; 
merchandise, L. C. L., 248,688 and 250,336; miscellaneous, 328,598 and 


318,598; total, 1929, 955,478; 1928, 906,477; 1927, 962,602. 


Loading of revenue freight in 1929, compared with the two 
previous years, follows: 


1929 1928 


3,448,895 
926,262 
906,477 

5,281,634 


1927 
3,756,660 
65,664 
962,602 


ae 
5,684,926 


Four weeks in January 
Week ended February 2 


Week ended February 9 955,478 


5,473,348 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for De 
cember, 1928, shows 21,419 cars held overtime—a percentage 
of 08.66—as against 18,743 cars—a percentage of 08.16—for 
December, 1927. 
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Current Topics 
in Washington 





Commission to Ride a Cock-horse to Some Place.—Another 
political ride for the Commission, something like the one it 
took about lake cargo coal rates, seems imminent. Someone 

has poured information about grain rates into Representative 
Garber, of Oklahoma. He has made a speech about them. Of 
course, he knows no more about the subject than the Ohio, 
Kentucky, West Virginia and Pennsylvania representatives who 
engaged in what they undoubtedly thought were learned dis- 
cussions about the lake cargo coal rates. No one who knows 
about rates needs anything other than Garber’s speech to show 
him that he has only the haziest of notions about the subject. 
But his speech will kindle with delight the eyes of his equally 
yninformed constituents to whom the speech will be sent. 
They will not see the comments. Therefore, they will not know 
the gold brick he has sent them when they receive copies of 
his speech. Garber is convicted out of his own mouth, of 
ignorance of what he is talking about, by his declaration that 
the farmers of the middle west and southwest are “under this 
handicap, a handicap or disadvantage of 7.3 per cent per bushel 
on wheat going into the markets of Liverpool.” Of course, an 
informed traffic man knows or thinks he knows what Mr. Gar- 
per was trying to say, but he did not say what someone who 
inspired the speech was trying to tell him—if the man who was 
trying to tell him something knew what he was trying to tell. 
There is question as to whether the man who filled Garber up 
knew all the time what he was talking about. ‘The question 
as to the amount of information Garber’s informant had is 
created by the bull in a table Garber inserted in the Congres- 
sional Record under this caption: “Comparison of rates on 
wheat from producing points in United States hard winter wheat 
producing territory to Galveston for export, with Canadian pass 
rates for like distances.” Garber did not speak that table. 
Therefore, he cannot say the stenographic reporter made an 
error in reporting him. He might say that about the 7.3 per 
cent a bushel. A man’s tongue might slip once and say 7.3 
per cent a bushel when he meant something else. But 7.3 per 
cent a bushel appears several times. The slip in the table 
might be explained by saying the government printer made an 
error. But anyone who knows about Crow’s Nest Pass rates 
would be incredulous were he told that the printer turned Crow’s 
Nest Pass rates into Canadian pass rates. At times, there 
has been considerable growling because witnesses before the 
Commission have given “canned” testimony. The Commission, 
perhaps, should forbid testimony of that sort. It should be 
reserved for the use of members of Congress who think it de- 
sirable to give the Commission a bit of rough going of a po-- 
litical sort. It would be readable stuff—if spoken by a con- 
gressman. And yet, in the interest of the gayety of nations, 
it might be a calamity to require a congressman to get a 
complete text from his informant as a condition precedent to 
his delivery of a speech in either House or Senate. The 
speeches, not from text, afford amusement. Of course, they 
may irritate an interstate commerce commissioner or an ex- 
aminer who, under his oath, has given such hearings as the law 
requires. But what of that? They are public servants. “Cuss- 
ing” the court at the corner grocery is one of the inalienable 
rights of a loser in a litigation. The friends of the farmer who 
seem to have begun a campaign in Congress not unlike that 
begun by the lake cargo coal interests, have not yet lost in 
the Hoch-Smith cases. They have not, however, been able to 
tush the Commission off its feet into illegality, hence the tears 
and curses shed and hurled by Senator Capper, Governor Reed, 
Representative Garber and others. Governor Reed has had 
enough experience in practice before the Commission, in the 
railroad lawyer atmosphere in which Mr. Garber says the Com- 
mission lives, moves, and has its being, to know that the Com- 
mission has no power to deny a hearing to anyone declaring 
he has an interest in a proceeding before it. He also knows 
that any greater attempts to show off oratory and figures than 
the Commission made in the grain case in which he is par- 
ticularly interested, probably would have resulted in litigation 
m which more time would have been lost than was lost by 
allowing interests, including his own, to have talked as much 
as they did. But the Commission, in a situation of this sort, 
seems doomed to be damned if it does and damned if it does not. 





Unification Plans Beautiful—The unification plans that have 
been presented to the Commission seem to meet all the require- 
ments to establish beauty. Only one or two things appear to be 
lacking to make them workable. The first, of course, is the 
absence of a definite policy bearing the imprimatur of the 
Commission. The scond is the consent of the companies *own- 
ing the properties to be brought together. Undoubtedly, it 
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might be suggested for the sake of the argument, at least, that 
unification would be in the public interest. That being ad- 
mitted, the owners of the properties to be taken over may think 
they and not the public are entitled to the profit. There is 
hardly any doubt about the accuracy of the conviction that 
some part of the relatively high level at which railroad stocks 
are selling is due to the impression that the agents of unifica- 
tion will soon be in the market for all the outstanding stock. 
That is the psychology of men. Let a man get an idea that 
his neighbor désires something he owns, upward he throws the 
price. And if the agents of unification must pay higher prices 
for the stock, where does the public get its benefits? Possible 
economies are engrossed in the higher cost of the money de- 
voted to the service of the public. Ideal commerce is that which 
allows both the seller and the buyer to make a profit. Most 
owners of railroad stock, however, do not expect always to be 
dealers in such stock. Wherefore, what seems the top notch 
in prices for stock are more likely to be the fact than prices that 
will give the owners some profit and the public some share of it. 
Hiring a brass band and going in procession with banners say- 
ing, ‘we want to buy your railroad stock,’ has never been set 
forth in the books telling how Jones made himself rich, as the 
method he used. However, these are strange days, and that 
may be an approved way to acquire stocks at prices low enough 
to enable the buyer to pass on any benefit to the public. How- 
ever, there is much more openness now than there was for- 
merly. To prove the accuracy of that assertion one might read 
the confession of thé Baltimore & Ohio that it is at a dis- 
advantage in its competition with the Pennsylvania and the 
New York Central. 





Trade Names Troublesome.—As evidence that large cor- 
porations are not without souls attention might be directed to 
the fact that the United States Steel Corporation, by causing 
the Isthmian steamship lines to assume the corporate name 
“Isthmian Steamship Company,” has made it easier for those 
desiring to sue that entity to get its real name into the plead- 
ings. One of the reasons assigned for converting the trade 
name Isthmian Steamship Lines into a corporate title the trade 
name would naturally suggest, was that the use of the trade 
name often left claimants against the steamship line with de- 
fective law pleadings. A generation ago lawyers had a hard 
time getting the right name to be used in pleadings when they 
wanted to sue the responsible party that had caused damage 
by personal injury on what was known as the Ft. Wayne rail- 
road, owned by the Pittsburgh, Ft. Wayne & Chicago Railway 
or Railroad Company, leased by the Pennsylvania Company, 
the latter a subsidiary of the Pennsylvania Railroad Company. 
Even this recital of the names may be inaccurate, being from 
memory. The point, however, is that the courts, not being 
editors of petitions filed with them as is the Commission of 
complaints handed to it, often had to throw out papers because 
the defendant was called out of its name. The Pennsylvania, 
for years, continued to use the name of the corporation the 
property of which it had taken over by lease, probably because 
that name, for trade purposes, was more valuable than its own. 
That hardly seems conceivable now when the letters P. R. R., 
no matter where seen, signify the railroad company. And yet 
those letters stand for Panama Railroad, the government-owned 
line on the isthmus, as truly as they stand for the railroad that 
has made the name of Pennsylvania famous. 





French and German Waterways.—Believing that data con- 
cerning German and French waterways might be of some help 
to Americans thinking of water transportation problems in the 
United States, the Department of Commerce has made a survey 
of their traffic in 1925 in comparison with 1913. The purpose 
was obvious. Comparison of ante and post bellum facts was 
desired. The department, over which Herbert Hoover presided 
for sO many years, in announcing the compilation of the facts 
about the survey, obtainable from the Government Printing 
Office for the price of admission to the side show of the old- 
fashioned circus, said it seemed worth while to look into the 
growth of the waterways systems of the two countries with a 
view to seeing what guidance, if any, the facts might suggest 
for the solution of the transportation problems before the United 
States. The department warns that the differences in the lay 
of the land and the course of the Europen rivers, in the com- 
modities and the distances over which they must be moved, in 
the traditions, customs, and political relations of the people, all 
qualify and impose caution on such suggestions—in other words, 
that it is not safe to assume that, because transportation on 
many relatively small streams in Europe is_ successful, it 
would likewise be successful in the United States on rivers of 
about the same size. The transportation bureau, which made 
the survey, made comparisons of the services rendered by 
European canals and those of the Sault Ste. Marie, through 
which pass the millions of tons of iron ore from the Lake 
Superior region, the millions of bushels of grain from our own 
northwest and the wheat fields of Canada, south and eastward, 
and the millions of tons of lake cargo coal to the northwest, not 
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to mention the immense volume of package or merchandise 
freight from the factories along the lakes. 


Hoover Not Much of a Sooner.—Unfamiliarity with a little 
bit of history frequently makes a good newspaper story—like- 
wise unfamiliarity with geography. Some of the young news- 
paper correspondents have been making much ado about Her- 
bert Hoover coming to Washington two weeks before inaugura- 
tion, suggesting that that was not courteous to President Cool- 
idge. The suggestion is that he is pining so much for the office 
he is to take soon that he just could not keep away. Men who 
rushed into Indian Territory before it became Oklahoma were 
called “sooners.” United States soldiers and marshals threw 
them out. However, the excited young writers have not yet 
suggested that Hoover be led to the District of Columbia line 
and told to stay out until it was time for him to come here. 
Of course, Washington has been Hoover’s home for so long that 
his coming here can hardly be regarded as anything more than 
the natural longing for home of a man who was practically 
exiled by his nomination, the campaign, and the long time be- 
tween election and inauguration days. But Hoover is not even 
technically a “sooner.” Abraham Lincoln arrived in Washington 
almost two weeks before inauguration day, and at a time when 
there was great tension and friction caused by the impending 
Civil War. George Washington arrived in New York a rel- 
atively long time ahead of his inauguration. Yet he was not 
criticized by the then near-head of the government or the lat- 
ter’s friends. Abigail Adams, for more than a century, has been 
getting a lot of publicity because she got lost trying to get 
from Baltimore to Washington. She is not really entitled to 
the stir that fact made. The road by which she traveled is 
still one of the most tricky in this part of the country. The 
Washington road branches from the Frederick, Md., road in 
Ellicott City, Md., now as it did then. The Washington road 
looks like an alley at its beginning in the old town. In Abigail’s 
day it looked, in comparison with the road to Frederick, like 
a lane. Dozens of automobilists get lost there now even as 
the prim wife of the second president got lost—and for the 
same reason. The broad highway, which almost anyone would 
think led to the capital, leads instead to Barbara Fritchie’s town, 
while the lane-like road goes now, as it did then, to Georgetown, 
now the port of Washington, the place where George Washing- 
ton crossed the Potomac on his way to his inauguration.— 
A. %. H. 


RAILROADS VS. TRAFFIC BUREAUS 


(From “Gradygrams,’”’ published by Thos. E. Grady and Co., 
industrial traffic managers and counselors, Atlanta, Ga.) 

We have noticed with a great deal of interest the editorial 
appearing in the December 22, 1928, issue of The Traffic World, 
headed “Railroads and Traffic Bureaus.” 

This editorial states that the “Atlantic Coast Line recently 
raised the question as to why railroads should support chambers 
of commerce with traffic bureaus that seek to reduce freight 
rates and assist their members in presenting claims against 
the railroads. These bureaus, the railroad points out, ‘are 
usually paid, in whole or in part, from funds derived from the 
dues paid by members of the organization. The result is to 
make the railroads who are members contribute directly to 
the support of an effort to reduce their revenues.’ ” 

The editorial admits that the position of the Atlantic Coast 
Line may seem,narrow, although there may be some merit in it. 

Thomas E. Grady & Co., Inc., rendering a complete traffic 
service to a great number of shippers and receivers of freight, 
also represents a number of chambers of commerce, which 
render a traffic service in general to the members of those 
organizations. 

We have, on various occasions, taken the position that a 
chamber of commerce maintaining a traffic bureau which con- 
fines its efforts entirely to the handling of general trans- 
portation matters affecting its particular community, and co- 
operates with the transportation lines serving its community, 
should always, in the event of there arising the need of adjust- 
ing unreasonably high or discriminatory freight rates affecting 
its particular community, take into consideration how this par- 
ticular adjustment would affect the carrier’s revenue. 

Every chamber of commerce, in its charter or by-laws, has 
a clause which, in most instances, reads as follows: ‘For the 
purpose of protecting the industrial and commercial interests 
of this community.” The railroad’s interests, then, should be 
as well guarded as those of the manufacturer or merchant, since 
the railroad is an important industrial factor in the growth and 
general well-being of the community, besides being a good 
contributor to the chamber of commerce. If the chamber of 
commerce with a traffic bureau follows this policy of protecting 
the general industrial and commercial interests of the, com- 
munity, then by all means should the railroad support it finan- 
cially and in every other way. A representative of the railroad 
should serve on the traffic board and take as much interest in 
its functions as the merchant or manufacturer. 

However, it is sad, but true, that a great many chambers of 
commerce traffic bureaus do not confine their activities to the 
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handling of the general community transportation Probl 
but render an individual service to every member Of the 
chamber of commerce. They undertake the auditing of freight 
bills and filing of claims for overcharge against the 
They are always on the alert to discover unreasonable OF dis. 
criminatory rates that permit them to file reparation ¢ 
They also handle loss and damage Claims, quote freight rq 
and do many other things which should be done by individual 
traffic men, and which are entirely out of the province of 
chamber of commerce. ; . 

If it were proper that a chamber of commerce traffic bureay 
should render such individual service, why, then, shoulg 
railroad maintain its membership in such a chamber, to its 0 
hurt, besides spending millions of dollars annually in maintain. 
ing rate clerks to quote rates to the inquiring public; in majy. 
taining an auditing department for the auditing of freight bills 
for both over and under charges,.or in maintaining e€xPensive 
claim departments for the purpose of investigating and paying 
loss and damage claims? 

Why should not the railroad have the same privilege a 
any other member of the chamber and demand of the traffic 
bureau that it perform the same service for it? 


NO HOCH-SMITH REPEAL 
The Trafic World Washington Bureay 


After an executive session of the Senate interstate com. 
merce committee February 22, Chairman Watson announced 
that the committee had voted unanimously against taking yp 
the bill introduced last February by Senator Glass, of Virginia 
providing for repeal of the Hoch-Smith resolution. 

Senator Glass had urged Chairman Watson to take action 
on the bill and the chairman brought the matter before the 
committee. Members of the committee, it was understood, even 
those who were opposed to the resolution, took the position 
that the Commission was going ahead under it and, furthermore, 
that because it was enacted as a farm relief measure, it could 
not, in all probability, be repealed at this time. 

Chairman Watson and Senators Fess, Couzens, Goff, Sack 
ett, Dill, Smith and Glenn were present at the session. 


FREIGHT TRAFFIC GROWTH 


A more detailed statement concerning the Commission's 
study of traffic trends than appeared in the Commission’s annual 
report for 1928 is sought from the Commission by the Railway 
Business Association. 

In a letter to Chairman Lewis, of the Commission, Alba B. 
Johnson, president, for the general executive committee of the 
association, directs attention to the paragraph in the Commis. 
sion’s report dealing with the decline in passenger revenue and 
the growth of freight business. (See third paragraph under 
“Railroad Earnings” in first column, Traffic World, Dec. 8, 1928, 
p. 1301.) This is the paragraph to which the letter refers. 

Mr. Johnson says that if the Commission believes that na 
tional growth will confront the railways with tonnage deman¢- 
ing substantial enlargement of their carrying capacity, “your 
view of revenue policy is bound to be affected by this factor.” 
He says the public may have patience with a lawsuit, but not 
with a traffic jam, “and we recognize that, in the end, capacity 
to carry satisfactorily the freight that is offered must influence 
regulatory rate policies.” 

“In the midst of gloomy predictions from many quarters 
based upon the premise that recent and current traffic growth 
is comparatively slow and is typical of what may be expected 
in the coming years,” says Mr. Johnson, “the Commission deems 
it timely to contend that pre-war growth in railway freight 
traffic has been and is being ‘sustained.’ More than a year 280 
a number of commissioners, speaking informally through the 
chairman of that year to the Railway Business Association, 
suggested that the railways ‘initiate nation-wide studies to de- 
velop data’ designed to throw light on rate levels in their 
relation to income and capital needs. Now formally and offi- 
cially, the Commission as a whole by inference invites such 
studies into freight traffic growth, sets up its hypothesis that 
pre-war growth has been sustained, and warns investigators 
against the pitfall of comparing incomparable years.” 

The association welcomes with satisfaction the statemet! 
made by the Commission in its report and the fact that the 
Commission is maintaining a study of freight traffic growth 

“May we venture to suggest,” Mr. Johnson concludes, “that 
a general understanding of the situation among shippers, itt 
vestors, economists and others would be profitably promoted 
through a more detailed statement concerning its study of 
traffic trends by the Commission. 


N. Y. C. RADIO APPLICATION 


To enable it to make use of radio communication betwee! 
caboose and locomotive, the New York Central has applied to 
the Federal Radio Commission for two commercial short-wave 
licenses. Use of radio-telephone communication, the commi 
was informed, eliminated delays in train operations. 
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REFRIGERATION CHARGES 


Present refrigeration charges on fruits, vegetables, berries 
and melons, from points in Florida, Georgia, the Carolinas and 
Virginia to destinations in Trunk Line and New England terri- 
tories have been found unreasonable and ordered to be reduced 
not later than April 15, on not less than fifteen days’ notice, 
to percentages of the existing charges, in No. 17936, the Com- 
mission-initiated inquiry into those charges. 

The order carrying into effect the decision, written by 
Commissioner Eastman, requires the removal of the unreason- 
ableness by the reduction of the charges to percentages of the 
existing charges as follows: Citrus fruits and vegetables from 
Florida to 85.5 per cent of the present charges; Florida berries, 
™ per cent; melons and fruits other than citrus, from Florida, 
92 per cent; fruits, vegetables, berries and melons, from 
Georgia, 84 per cent; fruits, berries and melons from South 
Carolina, 86.5 per cent; South Carolina vegetables, 88.5 per 
cent; North Carolina berries, 80.5 per cent; North Carolina 
vegetables and melons, 90 per cent; North Carolina fruits, 94 
per cent; Virginia fruits, vegetables, berries and melons from 
west of Chesapeake Bay, 95.5 per cent. 

Charges on peaches from Georgia and the Carolinas to 
destinations in Southern and Official Classification territories 
and some points in Western, the report says, have not been 
shown to have been or be unreasonable. 

The report reduces the profit or return which the Fruit 
Growers’ Express Company, owned by the chief southeastern 
railroads, may earn to 50 cents percar per trip. It has been 
paying 10 per cent dividends on a capitalization of more than 
$4,000,000 fo ra number of years. The Commission found that 
it was receiving a profit on services for which allowances had 
ben made either in rentals, the line-haul charges or other fac- 
tors entering into the refrigeration charges. The 50-cent per 
car charge will give it a return of about $60,000 a year on the 
volume of business done in 1926 or 1927. 

While the territorial scope of the order reducing refrigera- 
tion charges is limited to trunk line and New England terri- 
tories and its subject scope to stated or standard refrigeration 
charges, it is intended to force the carriers to readjust their 
charges on other forms of refrigeration and to enlarge the 
territorial swing so as to take in destinations in central ter- 
ritory. 

“However, it will not be difficult,” says the report, after 
setting forth the record limitations confining the order to trunk 
line and New England territories and to standard refrigeration, 
“for respondents to readjust their charges to other forms of 
refrigeration service and to destinations in central territory 
in line with these findings, and this should be done.” 


This investigation, said Commissioner Eastman, author 
of the report, was undertaken by the Commission at the request 
of certain of the respondents, a request that was the outgrowth 
of dissatisfaction with conclusions reached in Railroad Com- 
missioners of Florida vs. Director-General, 61 I. C. C. 438, 74 
I. C. C. 157, and Refrigeration Charges from Florida, 85 I. C. C. 
247. The decision, the report says, differs, in minor respects, 
from the conclusions recommended by W. P. Bartel, director 
of the Commission’s bureau of service, and the special examiner 
who helped him in the underlying work of checking up on the 
refrigerator traffic carried in the cars of the Fruit Growers’ 
Express, a railroad agency owned by 18 principal railroads in 
the southeast. That express company, however, furnishes equip- 
ment and service for 56 other carriers. The railroads not stock- 
holders in the express company do not obtain any of the bene- 
fits of ownership. That benefit, according to the report, is 
represented by dividends of 10 per cent in every year between 
1922 and 1926, both inclusive, except 1923, when the dividend 
was 7 per cent. 

To ascertain the cost of the refrigerator service, the Com- 
mission said, was the primary object of the investigation. That 
was so because refrigeration charges, it said, were based on 
the theory of the cost of service. 

The second object was to ascertain whether, the express 
company being wholly the creature of some of the respondents, 
it might be used ‘by them as a vehicle for converting earnings 
subject to recapture under section 15-a into income, taking the 
form of dividends on express company stock, which is not 
subject to recapture. 

In coming to a conclusion on one of the phases of that 
Part of the subject the Commission said that the express com- 
pany was not entitled to a profit greater than 50 cents per car 
per trip. The accountants figured that the express company 
had an investment on which it was entitled to earn a profit 
or return of only $547,386 over and above the property, profit 





on which was not allowed in some cost of service factor taken 
into consideration in the fixing of the amount to be allowed to 
cover such service. 

For instance, the investment of the express company in 
things other than things from which it is expected to get profit 
out of the line-haul transportation charges, as figured by the 
Commission accountants, was an even $1,000,000. But when that 
account of summary of items of investment was made up it 
was noted that $452,613 of that total of $1,000,000 covered icing 
platforms. Shippers urged and the Commission accountants 
admitted, that a return on that investment was being allowed 
or included in the cost of ice factor. Therefore, said Mr. East- 
man, that amount, to avoid duplication, should be subtracted 
from the million. That left only $547,386 as the net investment 
upon which no allowance for return or profit had been made. 
The return on the net amount, at 6 per cent, Mr. Eastman said, 
would be $32,843. The average number of car trips under re- 
frigeration, in the period 1922 to 1927, was 119,149 per annum. 
Therefore the accountants said that an allowance of 27.6 cents 
per trip per car would supply the amount needed to allow a 
return or profit on the investment not given an allowance for 
profit in one of the factors showing cost of operation of the 
refrigeration service. The carriers said it would be “utterly 
absurd to conclude that any railroad operation whatever can be 
carried on with a margin of one-half of one per cent above oper- 
ating expenses.” Answering that Mr. Eastman said they might 
have given consideration to the fact that in 1927 the business 
of the American Railway Express Co. was successfully carried 
on with an operating ratio of 97.81 per cent, “which is an illus- 
tration of the fact that an operating ratio is meaningless except 
in connection with the particular business under consideration.” 

“But the more important answer to this criticism,’ says 
Mr. Eastman, “is the fact that we are here dealing only with 
a residuum of profit, for other allowances for profit have been 
included in the computation of the separate elements of cost. 

“However, profit ought not to be too narrowly figured, and 
to allow for errors or surplus we shall fix the item here under 
consideration at 50 cents per car per trip.” 

The express company, which, the Commission said was not 
a common carrier subject to its jurisdiction, the books of which, 
however, were opened to it, on December 31, 1926, had an in- 
vestment, the report said, of $24,588,309 in cars on which it 
received rental from the railroads using them and $1,445,419 in 
other physical property. At that time it had outstanding capital 
stock amounting to a par value of $4,254,400 and equipment trust 
obligations of $15,005,516. Its net income was $1,074,307, the 
Commission said, or about 25 per cent upon its outstanding 
capital stock. Of the dividends paid $819,940 the Commission 
said were in cash and $688,800 in stock. 

Under the ruling of the Commission it is entitled to a profit 
of only 50 cents per car per trip, in other words, only about 
$60,000 per annum, instead of the sums necessary to pay 10 per 
cent on the outstanding capital stock of more than $4,000,000. 
The Commission figures that the railroads, in paying rental, 
pay for the equipment they would otherwise be required to buy 
and that the express company, in furnishing ice, supervision and 
so forth, is entitled to earn a return only on the part of its 
property for which it receives no return out of the line-haul 
rates and allowances in the factors upon which the whole cost 
study was based. 

The Commission said that the arrangements between the 
express company and the respondents were open to serious 
criticism. It said the stated or standard refrigeration charges 
were based in part upon the expense in hauling ice and switch- 
ing cars; that those expenses were in no way incurred by the 
express company but that it received compensation for them 
and that the railroads which incurred the expenses received 
nothing. Many of the railroads, it pointed out, were not stock- 
holders and hence received no indirect compensation in the 
shape of dividends. The Commission also pointed out that the 
refrigeration charges also included an allowance for bunker 
repairs to the cars, including those made to refrigeration de- 
vices, although all such expenses were presumed to have been 
considered in making the rentals for the cars. 

These things, the Commission said, were of no immediate 
concern to the shippers. 

“These matters are, however, of general public concern” 
says the report, “for they involve the prosperity of particular 
carriers and also the amounts of income which should properly 
be recapturable under section 15a. They are not matters which 
we have power to correct by order, but they are matters con- 
cerning which we are undoubtedly authorized to express our 
views. In our opinion the existing arrangements should clearly 
be readjusted so that any amounts which shippers pay through 
refrigeration charges for the hauling of ice and switching of 
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cars should go to the carriers which perform those services, and 
so that the express company will not receive duplicate com- 
pensation for bunker repairs.” 

The Commission said that the accounts and the contracts 
between such a controlled agency and the railroads should be 
made subject to its jurisdiction. It said that under the law as 
it stood it had no right of access to the records of the express 
company which it could have enforced as a matter of legal right. 
Plainly, it said, that was an indefensible situation, which ought 
not to be permitted to continue. 

In a recapitulation of its report, the Commission said that 
in August, 1926, a total of 17,598 cars originated in Florida and 
that the average refrigeration and detention charges on them 
amounted to $73.34. The average cost of the service, computed 
in accordance with the factors of cost found by it, amounted 
to $62.67, or a difference between cost and charges collected 
of $10.67 per car, or 14.54 per cent. It figured the margin on 
Georgia traffic at $12.95 per car, or 15.9 per cent; on South 
Carolina business at $7.42 per car, of 11.59 per cent; on North 
Carolina business $7.73 per car, or 11.23 per cent, and on Vir- 
ginia business west of Chesapeake Bay, $2.62 per car, or 4.41 
per cent. 

In making the new rates the carriers in stating their rates 
per car are authorized to apply the so-called Jones rule for 
disposing of fractions, amounts of less than 25 cents being dis- 
regarded, those over 25 but less than 75 being treated as 50 
cents, and amounts of 75 cents or more being regarded as $1. 

The report embraces No. 17132, Georgia Fruit Exchange 
et al. vs. Aberdeen & Rockfish et al.; a sub-number thereunder, 
Georgia Peach Growers’ Exchange vs. Sam, and No. 17860, 
American Fruit Growers, Inc. (Sanford division), et al. vs. Same. 
As to these formal complaints the Commission said that in none 
had it been shown that the charges and the rule therein at- 
tacked were, are or for the future would be unreasonable or 
otherwise unlawful. They were dismissed. 


ISTHMIAN STEAMSHIP LINES 


With Commissioner Campbell noting a dissent but not giv- 
ing reasons, the Commission, in No. 11214, application of the 
United States Steel Products Company et al. under section 5 of 
the interstate commerce act in connection with the ownership 
and operation of steamer lines through the Panama Canal, has 
modified its order of February 13, 1923, so as to permit the 
continued operation through the canal of steamers controlled 
by the United States Steel Corporation. The former reports 
are in 57 I. C. C. 513 and 77 I. C. C. 685. 

Succinctly set forth the effect of this application and the 
permission based thereon is to allow a change of name so as 
to avoid confusion and annoyance to those who desire to sue 
or file complaints against the steel corporation’s ship line. 
At present they are operating under the registered name of 
Isthmian Steamship Lines. The United States Steel Products 
Company, a subsidiary of the steel corporation, owns the steam- 
ers, the trade of the line being the Isthmian Steamship Lines. 
That name, however, is not the legal designation of the cor- 
poration. 

In a number of instances, says the Commission’s report, 
shippers have filed rate complaints with the Shipping Board 
and have brought libel suits for loss and damage in the courts 
naming the Isthmian Steamship Lines as a defendant, only to 
find that that being a trade name, no order or judgment could 
be entered against it. With a view to removing the confusion, 
the steel products company proposes to organize a corporation, 
Isthmian Steamship Company, to be affiliated with the products 
company, to operate the ships. 

In the prior reports the Commission found that, while the 
steel corporation owned and controlled railroad lines the rail- 
roads did not and might not compete with the steamers. There- 
fore it said they might operate through the canal notwithstand- 
ing the inhibition against the use of the canal by railroad con- 
trolled steamers, contained in section 5 of the interstate com- 
merce act. No one opposed the move of the steel corporation. 


WALLPAPER RATINGS 


A revision of the ratings and rates on specified kinds of 
wallpaper has been ordered, not later than. April 45, in No. 
18502, Stevens & Thompson Paper Co. vs. Boston & Maine et 
al., from North Hoosick and Walloomsac, N. Y., to destinations 
in Illinois, Ohio, Pennsylvania, New Jersey, New York and Can- 
ada, the order respecting ratings and rates to Toronto, Ont., 
and Montreal, Que., being limited to that part of the trans- 
portation which takes place in the United States. The report 
and order were made by division 3. 

With respect to the ratings and rates on unprinted oatmeal 
and ingrain wall paper, in rolls, each weighing 100 pounds or 
more, the Commission made the following findings: On car- 
load and less-than-carload shipments, respectively, that fifth 
class and second class rates were applicable; on less-than-car- 
loads the second class rating and rates were unreasonable to 
the extent they exceeded third class; on carload shipments of 
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oatmeal paper, not colored or tinted, the fifth class ratip 
rates were unreasonable to the extent they exceeded sixth ¢ 
and on carloads of oatmeal paper, color or tinted, and of in ; 
paper, the fifth class rating and rates were not unreasonab 
A further finding was that the rates complained of, jn le 
parison with rates on the like commodities from other produc 
points, were not unduly prejudicial or preferential, and in og s 
parison with rates on unfinished wallpaper they were unduly 
prejudicial only to the extent that they were unreasonable [ 
connection with that finding the Commission overruled th 
finding in Becker, Smith & Page vs. Boston & Maine, 98 |, ¢ C 
337, that undue prejudice and preference resulted from the 
maintenance of higher rates on oatmeal and ingrain wallpaper 
than on unfinished wallpaper. : 
The complaint alleged that the rates on unfinished oatmeal 
and ingrain wallpaper were unreasonable, unjustly discrimi. 
natory, unduly prejudicial to the complainant and unduly prefer. 
ential of other kinds of paper and of shippers of oatmeal] and 
a papers at Appleton and Neenah, Wis., and Brownyille 


The complaint forced a consideration of some of the tech. 
nicalities of paper making, the use of some of it as wall hang. 
ings and the operations in the wallpaper printing establishments 
after the raw materials were received from the paper mills 
The traffic under consideration was that which moved in rolls 
of 100 pounds or more, known as jumbo rolls before it reacheg 
the stage of conversion into rolls weighing two or three pounds 
such as are used when the paper hanger begins his operations 

In practical effect, the Commission said that the complain. 
ant was seeking the extension of the finding in Becker, Smith 
& Page case to its shipments of oatmeal and ingrain papers to 
additional destinations on the newsprint rate. The Commis. 
sion, however, felt constrained to modify that case and grant 
relief only in part, as indicated. 


OSWEGO GRAIN CASE 


A decision bristling with arguments about the scope of the 
law the Commission administers, written by Commissioner East- 
man, has been made in No. 17837, City of Oswego, N. Y., vs. 
Baltimore & Ohio et al., on further argument. The prior deci- 
sion in that case, pertaining to rates on ex-lake grain from 
Oswego to New York, N. Y., 146 I. C. C. 293, has been aftirmed. 
Dissenting, however, are Chairman Lewis, and Commissioners 
Meyer, Porter, and Brainerd. Commissioner Porter agreed with 
Chairman Lewis in his dissent and then, in a separate expres- 
sion of views, went farther than the chairman. 

In the former report the Commission found that the ex-lake 
rates on grain and grain products, from Oswego to Boston, Mass, 
New York, N. Y., and Philadelphia, Pa., had not been shown 
to be unreasonable but that rates of that sort maintained from 
Oswego by the New York Central and the Lackawanna from 
Buffalo, N. Y., and Oswego to New York were and for the 
future would be unduly preferential of Buffalo to the extent. 
that the rates from Oswego exceeded or might exceed rates 14 
cents lower than those contemporaneously maintained from 
Buffalo. The carriers were ordered to remove the undue preju- 
dice against Oswego. 

Upon the petition of the New York Central and the Lacka- 
wanna the case was reopened for further argument. 

It was upon that further argument that the New York Cer 
tral and the Lackawanna brought forward, with emphasis, the 
point that as the ex-lake grain shipped from Buffalo to New 
York, by all railroads, in 1927, for domestic purposes, amounted 
to approximately only 5 per cent, it was so insignificant in 
comparison with the whole volume as hardly to merit a basis 
for a finding of undue prejudice as against those defendants. 
They made the further point that a very important consideration, 
believed by them to be determinative of the question of whether 
a violation of section 3 existed, was that in 1927 approximately 
43,000,000 bushels or 75 per cent of the ex-lake grain trans 
ported from Buffalo was Canadian grain in bond, traffic from 
a point to a point in a foreign country through the United 
States to a destination in another foreign country over which 
the Commission had no jurisdiction. 

They cited in support of that Conference Ruling 505, Sey- 
mour vs. M. L. & T. R. R. & S. S. Co., 35 I. C. C. 492, and 
Canales vs. G. H. & S. A., 37 I. C. C. 573. 

“We submit that when 75 per cent of the traffic involved 
is beyond the regulatory power of this Commission, these de 
fendants, having at Buffalo and Oswego ‘free’ carriers, cannot 
be held to control the rate relationship to such an_ extent 48 
to amount to undue prejudice,” said the New York Central and 
the Lackawanna. 

They further pointed out that the only grain dealer intel- 
ested in the establishment of a differential in favor of Osweg0 
was a Canadian grain broker. They said that in view of the 
fact that no domestic ex-lake grain rates now applied from 
Oswego that that shipper’s traffic was apparently Canadian 
grain for export over which the Commission had no control. 
They said that these important considerations led them to 
assert that, from a practical standpoint, which they contended 
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is situation, they had no control over the 
should nn nan Buffalo and Oswego and that they could 
si cout the alleged discrimination, found to exist, by their 
ot co They asserted that it was not even necessary, as to 
' aot pulk of this traffic, for them to file tariffs. Therefore, 
& wid even a minimum rate order would be of no avail 
on inst carriers at Buffalo on 75 per cent of the traffic. 
Neither, said they, a third section order in favor of Oswego be 
of any avail as against them on the preponderance of the traffic 
pecause it was not subject to the jurisdiction of the Commission. 

With these contentions the Commission disagreed. So 
disagreeing, the Commission has reinstated its order requiring 
the removal of the undue prejudice, the reinstated order being 
fective May 16. It has decided that “undue prejudice to and 
sndue preference of localities with respect to rates on ship- 
ments in pond from a foreign country through the United States 
to another foreign country maintained by carriers subject to the 
interstate commerce act for such portion of the transportation 
as is er = the United States is unlawful under 

ion 3 of that act.” 
eee Commission distinguished the shipments covered by 
the cases cited by the New York Central and Lackawanna in 
support of their contention of no jurisdiction by pointing out, 
among other things, that those shipments from one foreign 
country to another through the United States were halted only 
jong enough to transfer the shipments from one carrier to 
another and that there was an unbroken series of continuous 
acts of transportation, in addition to through bills of lading. 

“The Canadian grain,” the Commission said, “moving either 

from Buffalo or Oswego to Atlantic ports for export does not 
move on through rates, and, apparently, it does not move on 
through billing and its transportation is seldom, if ever, con- 
tinuous and unbroken. For the portion of the transportation 
within the United States separate and distinct rates are charged. 
In view of these circumstances we find nothing in the interstate 
commerce act or in the decisions of the courts to indicate that 
we are without power to prescribe a non-prejudicial basis of 
rates on these commodities for the transportation which takes 
lace within the United States.” 
, Chairman Lewis, in his dissent, concurred in the conclusion 
that the Commission had jurisdiction over the grain moving 
through this country in bond. He dissented from the view that 
a legal third section order could lie for the reason that the New 
York Central and the Lackawanna did not control the making 
of rates from Buffalo, that port being served by carriers that 
did not also serve Oswego. Commisisoners Meyer and Porter 
joined in that dissent.* 

Commissioner Brainerd dissented for the reasons set forth 
in his original dissent. He said he was also of the opinion 
that where, as here, doubt existed as to jurisdiction, the regu- 
lation of the transportation between foreign nations ought to 
be left to the political departments of the government. 

Commissioner Porter, in his separate expression, pointed 
out that the transportation involved was not one of the four 
sorts the regulation of which was committed to the Commission. 

Chairman Lewis, in a part of his dissent, ignoring the law 
points at issue, directed attention to the possibility of the Com- 
mission’s decision creating a rate war, not only among United 
States lines, but between United States lines, on the one hand, 
and Canadian lines, on the other. 

The Erie, the Pennsylvania and the Lehigh Valley, he 
pointed out, were left free by the order to reduce rates from 
Buffalo by whatever amount the New York Central and the 
Lackawanna reduced those from Oswego. 

“The situation created,” said he, “is pregnant with the pos- 
sibilities of a needless rate war. The parity of rates which 
extends along the eastern end of Lake Erie should be extended 
to Oswego, and that is as far as the Commission should go. 
The decision is based very largely upon the fact that Oswego 
is 89 miles nearer New York City than Buffalo. Buffalo, how- 
ever, is 82 miles nearer New York City than Erie, Pa., with 
an equality of rates and it is this equality of rates that should 
be extended to Oswego. The transportation facilities from Erie 
and Buffalo and the ports are superior to those from Oswego.” 

The possibility of a rate war between United States and 
Canadian lines, he indicated, was created by the proposed break- 
ing of the rule the Canadian lines, supported, he said, it seemed, 
by the Canadian government, of maintaining rates from Georgian 
Bay points to Montreal the same as the lowest rate between 
United States lake ports and the tidewater ports. At present 
that, he said, was the Buffalo rate. The Commission would 
Make the Oswego rate the lowest and thereby precipitate a 
reduction from the Georgian Bay points to Montreal. 


COTTON PIECE GOODS 
The Commission, by division 4, in No. 19467, Baker-Hanna- 
Blake Company et al. vs. Aberdeen & Rocfifish et al., has found 
hot unreasonable the rates on cotton piece goods, any quantity, 
from producing points in Virginia, the Carolinas, Georgia, Ten- 
hessee, Alabama and Louisiana to Oklahoma City, Okla. After 
the filing of the complaint the third class rates prescribed in 
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the Consolidated Southwestern Cases went into effect, leaving 
for decision only the question of reparation. The Commission 
said that it did not necessarily follow from the fact that it had 
prescribed third class that the charges on the shipments in 
question were unreasonable to the extent they exceeded third 
class rates. 

In another phase of the case the Commission found that 
the rates assailed from Texas to Oklahoma City were unreason- 
able to the extent they exceeded the contemporaneous third 
class rates and awarded reparation to that basis. 


COTTON AND KNITTED GOODS 
A finding of unreasonableness and an award of reparation 
have been made in No. 18739, Butler Brothers et al. vs. Aber- 
deen & Rockfish et al., and No. 19953, A. B. Frank & Co. et al. 
vs. Same, as to the rates on cotton piece goods and knitting 


, factory products, any quantity, from producing points in the 


southeast and Louisiana to destinations in northeastern Texas, 
in Texas common point territory. The Commission, by division 
3, found the rates not unreasonable except to the extent they 
exceeded the combinations based on Shreveport, La., and 
awarded reparation. 

Commissioner Campbell, dissenting in part, said the rates 
should have been found unreasonable to the extent they ex- 
ceeded the contemporaneous third class rates, the basis adopted 
in a number of cases, he said. 


TANK BLOCK RATES 

The Commission, on reconsideration in No. 17409, Southern 
Glass Co®vs. Galveston, Harrisburg & San Antonio et al. and 
a sub-number thereunder, Co-operative Glass Co. et al. vs. Santa 
Fe et al., has reversed the findings in the original report, made 
by division 3, in 146 I. C. C. 504, as to the rates on tank blocks, 
carloads, from St. Louis and Vandalia, Mo., Elwood, Ind., and 
Steubenville, O., to Los Angeles and other destinations in south- 
ern California. It now finds the rates unreasonable, awards 
reparation and prescribes ‘rates to be made effective not later 
than April 10 not higher than the contemporaneously applicable 
rates on fire brick, subject to the carload minima maintained 
with such rates on fire brick. Commissioner Taylor noted a 
dissent. 


WROUGHT PIPE RATES 

The Commission, by division 2, in No. 18991, Flynn, Welch 
& Yates vs. Santa Fe et al., has found unreasonable for the 
future but not in the past the rates on wrought iron pipe from 
Eldorado, DeGraff, Winfield and Florence, Kans., to Artesia, N. 
M,. to the extent they exceeded or may exceed 70, 71, 72 and 73 
cents, minimum 40,000 pounds. The rate from Hamilton Kans., to 
Artesia was found not unreasonable. The rates mentioned are 
to be made effective not later than April 15. The rate from 
Kingman, Kans., to Artesia was found unreasonable to the extent 
it exceeded 73 cents in the past and 68 cents for the future, 
minimum 40,000 pounds. That rate is also to be put into effect 
not later than April 15. 

Reparation was awarded in accordance with the basis laid 
down in the Southwestern Revision and the Prairie Pipe Line 
case, 132 I. C. C. 56. Commissioner Campbell agreed with his 
colleagues as to rates but not as to the basis of reparation. He 
said he favored reparation on the basis of the rates found 
reasonable for the future instead of on the in-between basis 
established in the Prairie Pipe Line case. 


EAST ROCHESTER COAL 


Playing the part of geographer, the Commission, on reargu- 
ment in No. 19413, East Rochester Association vs. Baltimore & 
Ohio et al., has ordered the boundary line between the Rochester 
and Syracuse, N. Y., groups, on coal coming from the Reynolds- 
ville, Pittsburgh and Connellsville districts in Pennsylvania and 
from districts in West Virginia and Ohio, to East Rochester, 
N. Y., to be drawn somewhere east of East Rochester. At present 
the Genesee River constitutes the line and East Rochester, 
being east of that stream, pays higher rates on coal than 
Rochester. In the prior report in this case the Commission 
said the line had to be drawn somewhere and it designated 
the river as the line. On reexamination of the case, Commissioner 
Campbell, who wrote the report, said the Commission had come 
to the conclusion that Bast Rochester should be in the Rochester 
group, and take a rate of $2.22 over the routes via Rochester, 
not later than April 22. Commissioner Woodlock agrees with 
the majority that the present rate is unduly prejudicial but 
says it is not unreasonable. Commissioners Brainerd, Porter 
and Farrell authorized Mr. Woodlock to say they agreed with 
him. The original report was made in 146 I. C. C. 357. It has 
been modified in accordance with this report. 


COTTONSEED HULL FIBER 


Another attempt has been made by the Commission, in No. 
18087, George C. Speir & Co., Inc., vs. Atlanta & West Point et 
al., to discuss the question of whether a given commodity is cot- 
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tonseed hull fiber or shavings or cotton linters. Joined with the 
title case are about 100 other complaints or sub-numbers, so 
both shippers and carriers will understand its ideas as to what 
is a shaving and what is linter. 

In the original report, 128 I. C. C. 559, division 4 found that 
the rates charged on hundreds of cars loaded with cotton fiber 
and described by the complainants as cottonseed shavings were 
inapplicable, directed refunds and dismissed the complaints. 
The carriers, through their inspection bureau men, raised the 
billing to cotton linters and collected sixth class instead of Class 
A rates. 

In this report on further hearing the Commission has 
affirmed the finding in the original report as to shipments from 
points in Georgia and the Carolinas to destinations in Kentucky, 
Ohio and other states, and the District of Columbia. That find- 
ing had to do with the shipments in the original case. On this 
rehearing similar cases were considered. As to them the Com- 
mission made a finding similar to the one in the original report 
as to shipments from the Carolinas, Georgia, Mississippi, Arkan- 
sas, Alabama, Tennessee, Louisiana, Oklahoma and Texas to 
destinations in Florida, Missouri, Connecticut and fourteen other 
states. But in this case, in both groups of shipments, the Com- 
mission made a definite award of reparation instead of merely 
directing refund of overcharges on the finding of inapplicability. 

The report reviews all the efforts made by the railroads and 
the Commission, between 1920 and the present, to lay down a 
rule that would enable both shippers and carriers to understand 
which rates were applicable on a given shipment. There had 
been disputes about the matter since 1890 when, according to 
the report, the classification began mentioning cottonSeed hull 
fiber. In 1902 the classification took note of cottonseed hull 
fiber shavings. In this case the Commission said that cottonseed 
shavings and cottonseed hull fiber were identical products re- 
sulting from different manufacturing processes, as shown in 147 
I. C. C. 649, and that the classification entry in effect at the time 
the shipments moved applied on fiber oy shavings obtained either 
from the hulls after the seeds had been crushed or from the 
cottonseed itself. 

The Commission said that the allegations of the contending 
parties raised an issue of fact as to what the commodity shipped 
was and that the complainants had sustained the burden of 
proof that the commodity was as claimed by them and as such 
entitled to the lower rates. 

Commissioner Taylor dissenting, said that the only question 
was whether a product of cottonseed should be accorded the rate 
applicable on the product of cottonseed hulls. One, he said, was 
fiber taken from the seed and generally described as second-cut 
linters; the other a much lower grade commodity which was 
taken from the capillaries of the seed hull after it had been 
detached from the seed. Therefore, he said that in his opinion 
the fiber taken from the seed was not entitled to the rates pro- 
vided for the very much less valuable product taken from the 
hull after its detachment from the seed. Commissioners Wood- 
lock and Brainerd noted dissents. 


CONTRACTORS’ SUPPLIES RATES 


Contractors engaged principally in the construction of oil 
and gas pipe lines, in No. 18962, Phoenix Construction Co., Inc., 
et al. vs. Beaumont, Sour Lake & Western et al., have won a 
report from the Commission, by division 2, that the class rates 
charged on commodities shipped by them, prior to October 28, 
1826, were unreasonable to the extent they exceeded the class 
A rates prescribed for like distances in Memphis-Southwestern 
. Investigation, 55 I. C. C. 515. Reparation has been awarded. 
The shipments were between points in Texas and points in 
Arkansas and Louisiana. The traffic consisted of asphalt.kettles, 
wagons, contractors’ and graders’ outfits, machinery and tools 
of various sorts such as would be used in the construction work 
of the character indicated. 

The complaint was also against the rates on horses and 
mules. The Commission found that the applicable rates on 
horses and mules were not unreasonable but that in some 
instances inapplicable rates, higher than the applicable ones, 
had been charged. The Commission said that the basis for 
future rates on the class traffic under consideration had been 
prescribed in Consolidated Southwestern Cases, 123 I. C. C. 203. 


STEEL TO BLYTHE; CALIF. 


In a third report in No. 18706, Illinois Steel Bridge Co. vs. 
Santa Fe et al., the Commission, by a six-to-five vote, has modi- 
fied the finding in the former report, 140 I. C. C. 107, that a rate 
of $1.45, charged on one carload of structural steel, from Indiana 
Harbor, Ind., to Blythe, Calif., fabricated at Jacksonville, II1., 
in transit, was unreasonable. The finding now is that it was 
not unreasonable and the complaint has been dismissed. 

The dissenting commissioners are Campbell, who wrote his 
views, in which he was joined by Commissioners Aitchison 
and McManamy. Commissioners Brainerd and Farrell merely 
noted their dissents. 

In the original report, 129 I. C. C. 87, division 4 found the 
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rate not unreasonable and dismissed the complaint. The 
was reopened on the petition of the bridge company. On that 
reconsideration the division came to the conclusion that th 
rate was unreasonable to the extent it exceeded a rate of $1 08 
which the division said was contemporaneously in effect or 
other forms of steel, and awarded reparation. 

Then, upon petition of the carriers, the case was again 
reopened. They pointed out that the $1.08 rate on other forms 
of steel, to Blythe, was canceled on May 1, 1924, and that the 
shipment in question did not move from the fabrication Point 
until June 24, 1925, or more than a year after the $1.08 Was 
canceled. The steel started from the original point of origin 
in January, 1925, according to the report, which was also after 
the $1.08 rate was canceled. 

Commissioner Campbell pointed out that a rate of $1 ap. 
plied to many branch line points on the Santa Fe system at 
the time the $1.45 rate, a combination of the California te. 
minals rate of $1 and a local rate of 45 cents from the junction 
point to Blythe, was charged on the shipment in question. He 
pointed out that the $1.08 rate would have produced a per-cay 
revenue of $940 for a 2,200-mile haul. 


COMMISSION REPORTS 


No. 20287, United States Gypsum Co. vs. Staten Island Rapig 
Transit et al. By division 4. Rate of $1.255 charged on one 
carload dental plaster, New Brighton, N. Y., to Memphis, Tenn, 
applicable, but unreasonable for the past and future to the 
extent it exceeded and exceeds 46 cents. Rate for future effec. 
tive on or before April 10. Reparation of $318, with interest, 
awarded. 

No. 20493, West Virginia Brick Co. vs. B. & O. et al. By 
division 4. Complainant entitled to reparation on finding that 
carload rate on fire brick, Oak Hill, O., to Barlow, W. Va., was 
unreasonable to extent it exceeded $2.15 per net ton. 

No. 20548, Citizens’ Truck Co., Inc., et al. vs. Santa Fe, 
By division 4. Complainants entitled to reparation on finding 
that rate charged on carload iron awning arms, Topeka, Kan., 
to Los Angeles, Calif., was unreasonable to extent it exceeded 
$2.25. 

No. 20758, James P. Karr vs. L. & N. et al. By division 4. 
Rates charged on dredge-boat parts, carloads and double-carloads, 
Crockett, Tenn., to Moorman, Ky., and thence to a dredge 
switch one mile beyond Moorman, inapplicable; that applicable 
rate to dredge switch was 49 cents plus reconsignment charges 
aggregating , $29.25; shipments undercharged $49.91. Charges 
for loading service found not in issue. Complaint dismissed. 

No. 20838, Fisher Body Corporation et al. vs. Mississippian 
et al. By division 4. Complaint dismissed on finding rates on 
hardwood logs, White Springs and Smithville, Miss., to Memphis, 
Tenn., not unreasonable. 

No. 19857, Northwestern Fruit Exchange vs. Great Northern 
et al. By division 4. Complaint dismissed on finding rate on 
boxed apples, points in Washington to Milwaukee, Wis., not 
unreasonable or otherwise unlawful. Commissioner Eastman 
dissented. 

No. 19709, J. P. Bourgoin & Co. vs. C. B. & Q. et al. By 
division 4. Carload rates on rough granite, Middlebrook and 
Lopez, Mo., to Elmwood, IIl., unreasonable, but not otherwise 
unlawful. Present rate from Lopez to Elmwood now and for 
future unreasonable to extent it exceeds or may exceed 19 cents. 
Reparation of $68.29, with interest, awarded to basis of 19 cents. 
Defendants authorized to waive collection of outstanding under- 
charges. Rate of 19 cents from Middlebrook to Elmwood already 
acquired under Bourgoin & Co. vs. C. B. & Q., 142 I. C. C. 616. 
Order for future, effective April 10, confined to rate from Lopez. 
Commissioner Woodlock concurred for reasons expressed in 
decision cited. ’ 

No. 20034, Lone Star Gas Co. vs. B. R. & P. et al. By di 
vision 4. Rate charged on carload wrought-iron pipe couplings, 
Bradford, Pa., to Shamrock, Tex., inapplicable. Applicable rate 
for portion of movement from Bradford to Wellington, Tex. 
89 cents; factor from Wellington to Shamrock found unrea- 
sonable to extent it exceeded 40 cents. Collection of reconsigi 
ment charge assailed unreasonable. Reparation of $154.80, with 
interest, awarded. 


No. 20296, Pecos Valley Lumber Co. vs. Santa Fe et al. By 
division 4. Rate on liquid asphalt, in drums, carloads, Destre 
han, La., to Roswell, N. M., was and is unreasonable to extent 
it exceeded and exceeds 75 cents. Order for future effective 
April 10. Reparation of $166.41, with interest, awarded. 

No. 20186, Caldwell & Taylor, Inc., vs. Reading et al. BY 
division 4. Rate on benzol, tank-carloads, Solvay, N. Y., t 
Ivorydale, O., not unreasonable. Rate on benzol, tank-car loads, 
Bethlehem, Pa., to Ivorydale, O., unreasonable to extent it ex 
ceeded 41.5 cents. Complainant entitled to reparation. 

No. 19379, Roberts Construction Co. vs. C. B. & Q. et al 
By division 4. Rates on paving brick, Buffalo, Kan., to Fait 
bury, Neb., and on those shipments to Hebron, Neb., that moved 
over $382-mile route not unreasonable, but rate charged on ship- 
ments to Hebron that moved over 322-mile route unreasonable 
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to extent it exceeded 17 cents. Reparation of $294.37, with 
interest, awarded. 

No. 19104, Butler Manufacturing Co. vs. Santa Fe et al. By 
ivision 4. Reparation awarded on finding rate on steel tanks, 
;, d, Santa Ana, Calif. to Farmington, N. M., unreasonable to 
extent it exceeded $2.135. Commissioner Woodlock dissented. 

No. 16906, Oklahoma Traffic Association et al. vs. Santa Fe 
et al. By division 4. Carload rate on pig lead, Kansas City, 
Mo., to Oklahoma City, Okla., in violation of the long-and-short- 
haul clause and unreasonable, past, present and future, to extent 
it exceeded, exceeds or may exceed 44 cents. Harrison Smith 
Co, entitled to reperation. Rate for future to be established on 
or before April 15 

No. 19043, National Association of Printing Ink Makers, Inc., 
ys. Santa Fe et al. By division 2. Complaint dismissed on 
fnding less-than-carload ratings in the official and western class- 
fications on printing ink, in bulk in kits, pails or barrels, not 
unreasonable, unjustly discriminatory or unduly prejudicial. 


CURTIS BAY ROAD NOT A CARRIER 


The Curtis Bay Railroad Company, a terminal line at Balti- 
more, Md., in the view of the Commission, is not a common 
carrier within the meaning of paragraph (2) of section 5 of the 
interstate commerce act. Therefore, the Commission, by divi- 
sion 4, has dismissed the application of the Baltimore & Ohio 
for authority to acquire control of the Curtis Bay by purchase 
of its capital stock and the operation of the property under a 
lease from the Curtis Bay company to the Baltimore & Ohio, 
in finance No. 7245. 

The Commission said the testimony of the applicant showed 
that it did not regard the Curtis Bay as a common carrier, but 
merely the agent of the three trunk lines entering Baltimore 
in the making of deliveries for them to the industries on the 
Curtis Bay, the employes of which were paid by the chemical 
industry that owned its stock. The Curtis Bay withdrew its 
tariffs from the files of the federal and state commissions in 
1919, saying that it did not desire to be a common carrier. The 
railroads have been making per car allowances to it for work 
done by it. The Commission said the terminal road had con- 
sistently operated at a deficit. 


HOUSTON PORT UNIFICATION 


The Commission, by division 4, in finance No. 7019, opera- 
tion over tracks of Port Terminal Railroad Association at 
Houston, Tex., has authorized the railroads entering the Hous- 
ton industrial and commercial district, to unify their operations 
and extend their service over the tracks owned or leased to 
the Harris County-Houston Ship Channel Navigation District 
in accordance with the agreement of July 1, 1924, for the crea- 
tion, maintenance and operation of the Port Terminal Railroad 
Association of Houston, Tex. (See Traffic World, February 16.) 
It has dismissed that part of their application which seeks 
authority to acquire control under paragraph (2) of section 5 
of the interstate commerce act, on a holding that the operation 
under the association agreement and the agreements underlying 
that one do not involve acquisition of control of any carrier 
within the meaning of that part of the law. 

There was no contest over the matter. The filing of the 
application was in the nature of a curative move. Neither the 
association nor any other of the agreements involved, the Com- 
mission said, had been submitted to or approved by it. The 
applicants said that when the agreements were made it was 
assumed that approval of the Commission of the leases and 
purchases made in the course of the unification of the terminals, 
the main object of which was to give every railroad access to 
all parts of the commercial and industrial area of the Houston 
district, was not needed. The lawyers of the interests were of 
that opinion. On further consideration, however, the attorneys 
came to the conclusion that there was some doubt as to the 
correctness of their conclusion that the tracks were industrial 
and switching tracks which the law excepted from the Com- 
—* authority. When that doubt arose, the application was 

ed. 

In disposing of the matter the Commission said the exten- 
sion of the operations of the applicants (all the railroads enter- 
ing Houston) under the association agreement seemed to be 
in the public interest and it so found. It said it would not on 
this record authorize operation over trackage planned and yet 
to be constructed by the navigation district or the association, 
but that it would include in its authorization the extension 
consisting of about 3.75 miles of track built to an oil plant built 
Since the filing of the application. The extension was built so that 
materials needed in the construction of the oil plant, costing 
$8,000,000, might be hauled by railroad instead of by truck. 


EXPRESS AGENCY PLANS 


The Commission’s report, written by Commissioner Camp- 
bell, in finance No. 7322, securities and acquisition of control of 
Railway Express Agency, Inc., and finance No. 7316, express 
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contract, 1929, the mechanics by which the large railroads of 
the country propose to take over the express business now done 
on their rails by the American Railway Express Company, is 
almost wholly a recital of the facts about the applications and 
the one hearing held on the subject. There were no issues 
to be treated. The approval of the plans was unconditional. 
(See Traffic World, February 16.) 

About the only recital of fact not hitherto made with any 
prominence was that arrangements had been made, subject to 
the Commission’s approval, to sell the bonds, the amount now 
reduced to $32,000,000 because the inventory of the assets to 
be bought from the American Railway Express Company did 
not exceed that amount, to J. P. Morgan & Co. and Kuhn, Loeb 
& Co. at 97.75 per cent of par and accrued interest. The bonds 
bear interest at the rate of 5 per cent. On that basis, the 
Commission said, the average annual cost to the express agency 
would be 5.307 per cent. They are redeemable at the agency’s 
option, as a whole, on March 1, 1939, or at any interest period 
thereafter at par plus one-fourth of one per cent for each six 
months’ period between the date of redemption and the date of 
maturity. They mature semi-annually at the rate of $800,000, 
beginning September 1, 1929, and ending March 1, 1949. 

The new company will file adoption notices, thereby making 
the existing express rates applicable on and after March 1 
next on the business done by the new company. 

The findings are the regular routine ones that the things 
to be done will be in the public interest. 

Commissioner Eastman, concurring, said that while he re- 
garded the issue of no par stock, in this instance to be sold 
at not less than $100 per share, as generally objectionable, the 
matter was inconsequential here, the stock, 1,000 shares, in this 
instance, being sold not to the public but to the railroads par- 
ticipating in the new arrangement, in proportion to the amount 
of express business done on their lines. 

Mr. Eastman took occasion to point out that, in the Com- 
mission’s regulation of express rates in the future, it would 
be necessary to know the cost of doing the business, unless 
the Commission was to do no more than guess at reasonable 
rates. This ascertainment, he said, would have to be done 
either by sporadic cost studies or by a revision of railroad 
accounting, so that the cost will be currently segregated from 
other railroad costs instead of being inextricably mixed with 
them. He said that that question was not now before the Com- 
mission, but that it was plain that it would inevitably confront 
the Commission in due time. 


WHEELING STATION CONTROVERSY 


In a reply to the petition of the Pittsburgh & West Virginia 
Railway Company for a review of the rulings of Examiner T. F. 
Sullivan excluding testimony in Finance Nos. 7298 .and 7299, 
involving the proposals of the Wheeling & Lake Erie Railway 
Company to abandon its Ontario Street Station in Cleveland 
and to use the facilities of the Cleveland Union Terminals 
Company, the Wheeling contends that the proposed evidence 
“is incompetent, immaterial and/or irrelevant to the issues 
made in said proceedings, particularly as said offers of evidence 
presented questions of a judicial rather than an administrative 
character.” 

The Wheeling further avers that, since the conclusion of 
the hearings in the finance proceedings, attorneys for the 
Pittsburgh & West Virginia, on behalf of another stockholder 
of the Wheeling, have filed a bill of complaint against the 
Wheeling in the federal court for the northern district of Ohio, 
eastern division, “which in general presents to the court all of 
the issues referred to in the petition filed by the intervener.” 

“Tt is submitted that even if Examiner Sullivan erred in 
any of the rulings complained of by intervener,” says the 
Wheeling, “the action of intervener’s counsel in filing a Dill 
against the applicant presenting these very questions to a court 
of equity not only disposes of the necessity of consideration of 
these matters by the Commission, but actually withdraws these 
judicial questions from the jurisdiction of the Commission (if, 
perchance, they ever came within the Commission’s juris- 
diction).” 

The Commission, by division 4, will hear argument February 
27 on the position of the Pittsburgh & West Virginia for review 
of rulings of Examiner Sullivan excluding certain testimony in 
finance Nos. 7298 and 7299. 


FINANCE APPLICATIONS 


Finance No. 7439. Great Northern Railway Co. asks authority 
to extend its line from a connection with its existing line at Klamath 
Falls, Ore., in a general southerly and southeasterly direction through 
the Klamath Valley and Tule Lake district, and thence southerly 
to terminals to be located at or near the post office of Lookout on 
the Pit River in Modoc county, Calif., which point will also be the 
terminus of the proposed extension of the Western Pacific Railroad 
Co. This construction involves 80 miles of main track. (See Traffic 
World, Feb. 16.) 

Finance No. 7440. Western Pacific Railroad Co. asks authority 
to extend its line from Paxton,to Lookout, Calif., the Southerly 
terminus of the proposed extension of .the Great Northern referred 
to in the preceding paragraph. This construction involves 121 miles. 

Finance No. 7454. Louisville & Nashville Railroad Co. asks 
authority to build an extension 7.69 miles long from Fox Ridge, 
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Ky., up the waters of left fork of Straight creek, to serve timber 
and coal region. 

Finance No. 7455. San Luis Valley Southern Railway Co. asks 
authority to extend its line from Jaroso, its southern terminus, 
on the boundary line between Colorado and New Mexico, to a point 
near Questa, N. M., 18 miles, to serve agricultural and timber region. 

Finance No. 7456. Arkansas Western Railway Co. asks authority 
to extend its line from Waldron, Ark., to a point about 23 miles 
southeasterwardly thereof in Scott county, Ark., to serve lumber 
mills that will manufacture about 320,000,000 feet of lumber. Kansas 
City Southern owns all stock of applicant, except qualifying shares, 
and $650,000 of bonds. 

Finance No. 7442. Kansas City, Mexico & Orient Railway Co. 
asks authority to issue one first mortgage 6 per cent bond for 
$2,500,000 to mature July 1, 1953, and to deliver it to the Atchison, 
Topeka & Santa Fe Railway Co., which controls the applicant, in 
satisfaction of the amount of $2,500,000 advanced by the Santa Fe 
to pay off the indebtedness of the receiver of the old Orient company 
to the United States, and to issue 55,000 shares of common stock, par 
value $100 a share, and to deliver them to the Santa Fe with $9,116,633 
of first mortgage 30-year 4 per cent bonds of the Orient of Texas 
and approximately 9,991 shares of stock of the Orient of Texas, in 
exchange for 35,000 shares of no par value common stock of the ap- 
plicant. The Orient of Texas, according to the application, has not 
paid any dividends on its stock and has not been able to pay all 
interest on its present bonded indebtedness, and is not in a position 
to finance improvements. The applicant says it can not aid the 
Orient of Texas in financing its requirements, but that the Santa 
Fe is able and willing if it is permitted to acquire direct control 
of the Orient of Texas to readjust the latter’s capital structure so 
as to reduce the total capitalization, the amount of its bonds and its 
annual interest charges. Applicant therefore believes it to be in 
the public interest and in the interest of both it and the Orient of 
Texas that it be permitted to dispose of the control of the Orient of 
Texas to the Santa Fe on the basis outlined. 

Finance No. 7443. Belt Railway Company of Chicago asks au- 
thority to extend its line by and through a trackage agreement be- 
tween it and the Baltimore & Ohio Chicago Terminal Railroad Co. 
whereby the applicant may use the tracks of the B. & O. terminal 
from’ Argo to the point of connection between the Proviso yard 
tracks of the C. & N. W. and the tracks of the Indiana Harbor Belt 
in Proviso township, Cook county, Ill., a distance of about 10 miles. 

Finance No. 7444. Chicago & North Western Railway Co. asks 
authority to construct an extension from Winner to Wood, S. D., 33 
miles, to serve a large agricultural region, the settlement and de- 
ee of which will be greatly facilitated by the proposed ex- 
ension. 

Finance No. 7445. Joint petition of Northwestern Bell Telephone 
Co. and J. Earle Rolston and Hulda C. Rolston for approval of pur- 
chase by former of telephone property of latter at Ainsworth, Neb. 

Finance No. 7446. Missouri-Illinois Railroad Co. asks authority 
to acquire control of the Mississippi River & Boone Terre Railway, 
the principal termini of which are Riverside and Doe Run, Mo. Ap- 
plicant proposes to acquire 29,999 out of 30,000 shares outstanding 
of the stock of the Bonne Terre for $3,324,889.17 in cash. 

Finance No. 7447. Missouri Pacific Railroad Co. asks authority 
to acquire control of the Missouri-Illinois Railroad Co. by purchase 
of 11,475 out of 22,500 shares outstanding for $1,250,000 cash. The 
principal termini of the Missouri-Illinois are Salem, Kellogg, Collins, 
Chester, Sparta and Rosboro, IIl., and Little Rock Landing and Bis- 
marck, Mo. 

Finance No. 7448. Missouri-Illinois Railroad Co. asks authority 
to issue and sell $3,500,000 of 5 per cent first mortgage bonds at 
95 per cent of their principal amount and accrued interest, to 
Dillion, Read & Co. The issue is to raise the money to pay for 
the stock of the Bonne Terre referred to in Finance No. 7446. 

Finance No. 7449. Houston & Texas Central Railroad Co. and 
Texas & New Orleans Railroad Co. ask authority to abandon a 
branch line between Waco and Ross, Tex., a distance of a little more 
than 7 miles. 

Finance No. 7451. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to acquire control of the Kansas City, Mexico & 
Orient of Texas by acquisition of capital stock and in addition to 
acquire the $9,116,633 of first mortgage bonds of the Orient of Texas 
now owned by the Kansas City, Mexico & Orient Railway Co. 

Finance No. 7457. Union Pacific Railroad Co. asks authority to 
construct a branch line about 7% miles long in Larimer county, Colo., 
to transport limerock to sugar beet factories. 


UNCONTESTED FINANCE CASE 


Report and certificate in F. D. No. 7145, authorizing the Great 
Northern Ry. Co. to acquire and operate the lines of the Duluth 
Terminal Ry. Co., Minneapolis Western Ry. Co., Minneapolis Belt Line 
Co., Great Northern Terminal Ry. Co., Great Falls & Teton County 
Ry. Co., Montana Eastern Ry. Co., and Watertown & Sioux Falls Ry. 
Co., approved. 

Report and certificate in F. D. No. 7358, authorizing the Bangor 
& Aroostock Railroad Co. to operate, under trackage rights, over a 
line of railroad in Penobscot county, Me., between Northern Maine 
Junction and Bangor, a distance of 6 miles, approved. 


B. & 0..W. M. STOCK CASE 


The Clayton act proceeding instituted by the Commission in 
No. 21032 against the Baltimore & Ohio on account of that car- 
rier acquiring stock of the Western Maryland will not be taken 
ap February 25 as heretofore scheduled but on April 29. The 
hearing will be before Assistant Director C. V. Burnside of the 
Commission’s bureau of finance. The complaint of the Busi- 
ness Protective Association of Baltimore against the Baltimore 
& Ohio, in No. 21678, involving the control of Western Maryland 
stock by the Baltimore & Ohio, will be heard at the same time. 


PETITIONS FOR REHEARING, ETC. 


No. 21368, Bacon Brothers vs. Chicago & North Western et 
al. Complainant asks for rehearing. 

No. 21841, Charleston Traffic Bureau vs. Atlantic Coast Line 
et al. Pennsylvania, one of defendants, asks the Commission 
to dismiss the complaint, for want of jurisdiction. 

No. 19280, Fairfax Sand & Crushed Stone Co. vs. Baltimore 
& Ohio et al. Complainant asks for reopening for purposes of 
reconsideration of the record and for a modification of the deci 
sion and order. 


No. 20709, Michigan Silo Co. et al. vs. Boston ¢ Al 
ec dl. Craine, Inc., asks for rehearing. bany 
No. 20268, Creamery Package Mfg. Co. vs. Boston @ M 

et al. The Creamery Package Mfg. Company asks the 4 
mission to modify the report entered herein on November + 
1928, by division 4, by changing the sentence in the sec " 
paragraph of the report to read: “The statute of limitation 
operates as a bar against any shipments delivered orier 
October 6, 1924, on which claims were not filed in writing an 
the carriers as provided in paragraph (c) of section 16 of th 
act, and which were declined by the carriers prior to April 
1927.” ‘ 

No. 11446, Northern West Virginia Coal Operators’ Associ 
ation et al. vs. Pennsylvania et al. Anchor Coal Mining Co. 
Chaplin Collieries Co., Cleveland & Morgantown Coal Co. Davis 
Coal Co., Diamond Coal Co., Gilbert Fuel Co., Greenmont Fuel 
Co., Higgins Coal Co., and Osage Coal Co., individual complain. 
ants herein, with mines on what was formerly the Morgan. 
town & Wheeling, and the Rosedale Coal Co., an individua] 
complainant on the Monongahela, ask for reconsideration on 
present record of reparation claims. 

No. 19443 (and Sub. 1), Merchants’ and Manufacturerg 
Traffic Bureau et al. vs. Kansas, Oklahoma and Gulf et al. The 
Silica Products Co., Inc., of Guion, Ark., an intervener herein 
asks the Commission to vacate its order in these proceedings, 
which have been reopened for further hearing along with | 
and S. 3179, glass and silica sand from Guion, Ark., to Arkan. 
sas, Louisiana and Oklahoma points. 

No. 19691, Forsythe Oil Co. vs. Santa Fe et al. 
ask division 2 to postpone effective date of order. 

No. 20051, Hardaway Contracting Co. vs. Chattahoochee Val. 
ley et al. Defendants ask for reopening and reconsideration. 

No. 18310, Alfalfa Growers’ Exchange et al. vs: Arizona East- 
ern et al. and cases grouped therewith. Complainants and jp. 
terveners therein ask for reconsideration on record as made by 
the Commission, en banc. 

No. 20326, Lummis & Co. vs. Albemarle Steam Navigation 
Co. et al. Defendants, Atlantic Coast Line, Norfolk Southern, 
Seaboard Air Line, Southern, Virginian and Norfolk & Western, 
ask for reopening and reconsideration by Commission, for modi- 
fication of the findings of division 3, and for postponement of 
effective date of order of division 3. 


Defendants 


SUSPENDED TARIFFS 


In I. and S. No. 3242, the Commission has suspended from 
Fepruary 22, until September 22, schedules as published in 
supplement No. 10 to Chicago, Burlington & Quincy I. ¢. C 
Wo. 17132. The suspended schedules propose to increase the 
commodity rate and carload minimum weight on tankage from 
Davenport, Ia., and related points, to Chicago and destinations 
within the Chicago switching district. The following is illus. 
trative: 


From Davenport, Ia., to Chicago, Ill., rate in cents per 100 pounds, 
present 8 proposed 10; carload minimum weight, present 30,00 
pounds, proposed 60,000 pounds. 


In I. and S. No. 3241, the Commission has suspended from 
February 15 until September 15, schedules as published in the 
following tariffs: supplement 11 to Toll’s I. C. C. No. 1210; 
supplement 11 to Van Ummersen’s I. C. C. No. 96; supplement 
11 to Curlett’s I. C. C. No. A-228; supplement 11 to Jones, I. C. 
C. No. 2116. The suspended schedules propose to increase less- 
carload commodity rates on candy and related articles from 
Dallas and Fort Worth, Tex., to points in New Mexico and 
Arizona. The following is illustrative: 

Candy L. C. L. rates being in cents per 100 pounds: 

FROM DALLAS, TEX., TO Pp 
res. 


Bisbee, Ariz. 260.5 
MES (ae pir acahs cunkndoypleaiank ae awm elke awe wise aid kako we sioe 
Lordsburgh, N. M. 

Thatcher, Ariz. | 


COMMODITY LIST TARIFFS 


The Commission has received Chicago, Burlington & Quincy 
G. F. O. No. 16594-A, I. C. C. No. 17223. It is unlike anything 
on the files of the Commission. It contains a list of commodi- 
ties upon which rates are provided in tariffs making reference 
thereto. Tariffs of that sort are authorized by rule 6 (a) of 
Tariff Circular 20. It was prepared by L. H. Lamb, chief of 
the Burlington’s tariff bureau and is the forerunner, it is be 
lievd, of a large number of tariffs of that sort. 

The object in filing commodity lists is to obviate the neces- 
sity for inserting a commodity list in every tariff. In this sort 
of tariffs are set forth all the commodities which may be shipped 
under such generic descriptions as agricultural implements, other 
than hand, canned goods, bricks and articles taking brick rates, 
mining machinery, sugar-making machinery, oil, water or gas 
well outfits and supplies, packing-house products and petroleum 
and petroleum products. The generic descriptions of articles 
used herein are those covered by this initial commodity list 
tariff of the Burlington. 
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HOCH-SMITH LIVESTOCK 


The eyes of Examiners David T. Copenhafer and Arthur 
g, Parker, cast upon No. 17000, part 9, Hoch-Smith livestock, 
southern territory rates, find no relief for the livestock industry 
in the south in the Hoch-Smith resolution. In a proposed report 
in that case they find nothing wrong with the general structure 
of interstate livestock rates in that territory. They are the 
so-called compromise rates agreed upon by shippers and carriers 
in Livestock to, from, and between Points in the Southeast, 
741. C. C. 419, in which the Commission disposed of the rates 
proposed by the carriers in response to the decision in the 
Hudson Mule case, 63 I. C. C. 6. 

The examiners, however, do recommend a finding that the 
intrastate rates in Alabama and Georgia cause undue prejudice 
against persons and localities in interstate commerce and unjust 
discrimination against interstate commerce to the extent they 
are lower than those made in accordance with the so-called 
compromise scale. 

Intrastate rates in South Carolina were also under attack 
in the proceeding. As to them the examiners said the Com- 
mission should find that the rates in South Carolina were not 
unlawful for the future except as to those on horses and mules. 
The rates on horses and mules are the same as on edible live- 
stock, whereas the interstate rates on horses and mules are 
higher. Many of the rates on edible livestock in South Carolina 
made by the state commission are as high or higher than the 
interstate rates, hence there was no objection, on the part of 
anyone, to the application of the interstate compromise scale 
in that state. The difference in the rates as between edible 
livestock and horses and mules, interstate, for the initial dis- 
tance is 5.5 cents, the edible livestock rate being 7 cents and 
the rate on horses and mules, 12.5 cents, single-line. The 7 
cent initial block rate on edible livestock is both the state and 
interstate rate in South Carolina. 

The examiners recommend that no order be issued striking 
down the intrastate rates in any of the states mentioned. They 
express the belief that the state commissions will cooperate in 
authorizing the necessary revision to bring their rates into har- 
mony with the interstate adjustment. 

Evidence as to the condition of the livestock industry in 
the southeast, the examiners said, was very meager and of the 
most general character. In 1926, the testimony showed, they 
said, that the yearly average of livestock prices were less than 
those of 1926. But they said that in the years immediately pre- 
ceding 1926 there had been a gradual upward trend. 


“On the entire showing made as to the condition of the 
industry,” they said, “it is not believed that an invoking of the 
Hoch-Smith resolution is warranted and consideration of the 
measure of the rates is therefore confined to their reasonable- 
hess under section 1.” 

This report covers three formal cases, as well as the thir- 
teenth section petitions of the railroads in respect of Alabama, 
Georgia and Soutth Carolina, and as well as the general inquiry 
instituted, under the Hoch-Smith resolution. It also covers rep- 
resentations made in behalf of so-called short or weak lines. 
The formal docket cases are No. 18427, Atlanta Live Stock 
Dealers et al. vs. Louisville & Nashville et al., a general case 
against the rates which the examiners said should be dismissed; 
No. 18500, Southeastern Live Stock Association vs. Aberdeen 
& Rockfish et al.; and No. 18559, Kentcuky Farm Bureau Fed- 
eration vs. Chesapeake & Ohio et al. The two last mentioned 
alleged that the rates between Cincinnati, O., Evansville, Ind., 
Louisville, Ky., Nashville, Tenn., and Montgomery, Ala., on the 
one hand, and points in southern territory, on the other; and 
between points in Kentucky, on the one hand, and Cincinnati, 
Evansville and Louisville, on the other, were unreasonable and 
80 high that they hampered the freedom of movement of live- 
Stock in violation of the Hoch-Smith resolution. They were 
disposed of by a proposed finding that the interstate rates on 
edible livestock from points on the Chesapeake & Ohio in Ken- 
tucky were unreasonable to the extent they exceed or may 
exceed the scale found reasonable for application over the stand- 
ard lines in the South, the so-called compromise scale. 


The heart of the proposed report is that the general basis 
of interstate rates approved for general application over the 
standard lines in the south, the so-called compromise scale, 
excluding points in the peninsula of Florida, as to which no 
finding is made, and the rules and regulations governing them, 
is not unreasonable or otherwise unlawful. Findings other than 
those already mentioned, are: 

That the rates on horses and mules from St. Louis, Mo., 
the only interterritorial rates involved, to points in southern 
territory, are not unreasonable or otherwise unlawful. 

That the rule under which stocker rates are now applied is 
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unreasonable in that it does not permit the refund of the fat 
cattle rates down to the basis of the stocker cattle rates until 
the expiration of 30 days and then only on an affidavit that 
the cattle have not been slaughtered or used for dairy purposes. 
The examiners said the rule in effect in Mississippi Valley ter- 
ritory, permitting the immediate application of the stocker rates 
upon the completion of the transportation upon the filing of an 
affidavit that the stocker rates were properly applicable, should 
be put into effect. 

That the Columbus & Greenville and the short lines shown 
in an appendix be allowed arbitraries of 5 cents on horses and 
mules and 4 cents on edible livestock over the rates on the 
— lines. They are less than those proposed by the short 
ines. 

The findings do not apply to any of the lines in the peninsula 
of Florida. They were omitted from the case in which the com- 
promise scale was allowed to become operative. The peninsular 
lines were left on the old Jacksonville combination basis and 
this report proposed nothing as to them and their rates. 

The report says the Southern should amend its two for one 
rule immediately so as to bring it into line with the rule other 
southern lines apply. The rule requires two days’ notice prior 
to the furnishing of two single-deck cars in lieu of one double 
deck car. The other roads do not require such notice. 


APPLICATION OF LUMBER RATES 


Examiner Lawrence Satterfield, in No. 21496, Ritter Hard- 
wood Lumber Co. et al. vs. Norfolk & Western, has recom- 
mended that the Commission find unreasonable the rates 
charged on 43 carloads of lumber shipped from various points, 
including Sandy Huff, W. Va., Doran, Va., and Hardy, Ky., in 
1926 and 1927, to various points in Ohio and West Virginia, all 
on the Norfolk & Western. 

The case arose by reason of the fact that the Norfolk & 
Western has two lines, the old and the new, between Naugatuck 
and Kenova, W. Va. The new line is 24 miles shorter than the 
old one. Rates are made in accordance with a distance scale. 
The rates in this case were measured over the old line, although 
the shipments were made over the shorter new line, which, ac- 
cording to the report, is not only shorter but has fewer heavy 
grades and curves than the old one. 

The defendant contended the rates were not unreasonable 
for either the old or the new line because the distance scale 
was low for application under the conditions encountered in the 
movement of this traffic. 

Satterfield said the Commission should find that the rates 
charged were unreasonable to the extent they exceeded and 
exceed the rates shown as sought by the complainant and award 
reparation. The lumber company asked for rates based on the 
distances over the new line, the rates so calculated being from 
1.5 to 3 cents per 100 pounds lower than those collected, and 
reparation. 


THINGS WERE MARBLE CHIPS 


A difference of opinion between the Pennsylvania on the one 
hand and the complainant on the other is aired by Examiner 
W. A. Hill in No. 21008, Marble Products, Inc., vs. Louisville & 
Nashville et al. The Pennsylvania said the things shipped, from 
Cardiff, Md., and New York, N. Y., to Whitestone, Ga., in 1927 
and 1928, were marble chips. The complainant contended they 
were crushed stone. It alleged the rates on crushed stone were 
unreasonable, unduly prejudicial, and in violation of the long- 
and-short haul part of the law. 

Fourteen carloads of the freight were shipped in box cars. 
Those from New York were small pieces of imported stone. 
They were used in making terrazo floors. The shipments were 
variously described as crushed stone, marble granules, or stone 
chips. The values ran from $11 to $20 per ton. Class A rates 
were applied on the holding by the Pennsylvania that the things 
shipped were chips of stone. The rates were then 54 cents from 
New York and 65 cents from Cardiff. The complainant sought 
rates of 40.5 cents from Cardiff and 37.5 cents from New York. 

Hill recommended that the Commission find that the freight 
was marble chips and that the rates were and would be unrea- 
sonable to the extent they exceeded or might exceed 37.5 and 
40.5 cents from New York and Cardiff, respectively, order in 
the lower rates and award reparation. 


MALT TONIC RATINGS 


Attorney-Examiner George M. Curtis, in No. 20975, J. L. 
Weinberg vs. Santa Fe et al., has recommended that the Com- 
mission find rates on malt tonic from New York to points in the 
three classification territories, unreasonable to the extent they 
exceed rates and ratings of second class in less-than-carloads 
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and fourth class in carloads, minimum 36,000 pounds. Rates 
and ratings on drugs or medicines, not otherwise indexed by 
name, were imposed. The complainant contended that the malt 
tonic should not have been rated or charged higher than the 
ratings and rates on malt liquors or non-intoxicating cereal 
beverages. 

The tonic, the examiner said, was formerly shipped as a 
beer tonic. Because it contained 3.5 per cent alcohol, the com- 
ing of the Volstead law forced the complainant to label it a 
medicinal compound. Based on the descriptive matter on the 
labels, the examiner said, the carriers rated it as a medicine, 
hence the complaint. Describing it as a medicine, the examiner 
said caused the sale of the tonic to fall off. He said that it 
was not accepted, in a general sense, as either a medicine or 
a malt liquor. The Commission, he said, was not concerned 
with the prohibitive restrictions upon the manufacture and dis- 
tribution of this tonic. He said no great weight could be given 
to the label assertion that the malt was considered by the 
medical profession as of great therapeutic value because there 
was no evidence to support it. He said that to some extent 
the tonic was comparable with malt syrup, which, when packed 
with hops or gelatine, in composite cartons, was given a carload 
rating of fourth class in Burger Bros. Co. vs. A. & B., 139 I. C. C. 
191. The rating recommended by the examiner is to apply when 
the tonic is packed in cases or boxes. 


PROPOSED REPORTS 


No. 21329, Jamestown Baking Co. vs. B. & O. et al. Exam- 
iner A. J. Sullivan. Reparation recommended on finding second- 
class rates on printed waxed wrapping paper, less than carloads, 
Columbus and Middletown, O., to Jamestown, N. Y., unreason- 
able to extent they exceeded third-class rates of 56 cents from 
Columbus and 61 cents from Middletown. 

No. 213138, Hope Engineering & Supply Co. vs. B. R. & P. 
et al. Examiner W. R. Brennan. Refund of overcharge directed 
and complaint dismissed on proposed finding that rate of 92 
cents charged on iron pipe couplings, Bradford, Pa., to Sham- 
rock, Wellington and Dodsonville, Tex., was inapplicable. Ap- 
et al. Examiner Albert A. Mattson. Complaint dismissed on 
plicable rate 89 cents. 

No. 20563, United States Graphite Co. vs. Michigan Central 
proposed finding rates charged on imported crude graphite 
(plumbago) in bags and barrels, carloads, New York, N. Y., to 
Saginaw, Mich., not unreasonable or otherwise unlawful. 
et al. Examiner F. D. Binkley. Rates assailed on iron castings, 

No. 21140, Muncie Foundry & Machine Co.-et al. vs. C. & O. 
Muncie, and Kokomo, Ind., to Detroit, Mich., were, are and for 
future unreasonable to extent they exceeded, exceed or may 
exceed 21 cents. Reparation. Report also embraces No. 21167, 
Hoosier Iron Works vs. D. & T. S. et al. 

No. 21194, White Construction Co. vs. B. & O. et al. Exam- 
iner T. M. Cremins. Reparation on finding rates charged on 
road rollers, Springfield, O., and Deering, Ill., to Fort Lauder- 
dale, Fla., inapplicable. Class N rate of $63.50 per carload 
beyond Jacksonville, Fla., applicable and not unreasonable; 
shipments overcharged. 

No. 21499, American Cross Arm Co. vs. N. & W. et al. 
Examiner F. A. Christoph. Reparation on finding rates on 
wooden insulator pins, Thaxton, Va., and Boones Mill, Va., to 
Jacksonville, Fla., unreasonable to extent they exceeded 28.5 
cents, minimum 30,000 pounds, from Thaxton, and 34.5 cents 
from Boones Mill. 

No. 20940, Robert Gaylord Co. vs. C. C. C. & St. Louis et al. 
Examiner P. F. Mackey. Rates on strawboard and ammoniacal 
liquor, from Terre Haute, Ind., and on hides from Indianapolis, 
Ind., to St. Louis, Mo., inapplicable. Applicable rates, 14 cents 
on strawboard; on ammoniacal liquor prior to February 20, 1924, 
17 cents, and thereafter, 19.5 cents; and on green salted hides, 
25 cents. Reparation. Report also embraces No. 20955, Indiana 
Coke & Gas Co. et al. vs. Same, and No. 21050, Schaeffer Griffin 
Co. vs. Same. 

No. 20908, Hyman-Michaels Co. vs. Illinois Central et al. 
Examiner William A. Maidens. Refund of overcharge directed 
on finding of inapplicability as to rates on old steel rails and 
angle bars, Paducah, Ky., to Winslow, Ind. Applicable rates, 
$4.50 per long ton on old rails and 37.5 cents on angle bars. 
Complaint dismissed. 

No. 21083, Warfield Chocolate Co. vs. B. & M. et al. Ex- 
aminer J. J. Williams. Complaint dismissed on proposed finding 
ratings and rates on cocoa beans, Boston, Mass., New York, 
N. Y., and Philadelphia, Pa., to Chicago, Ill., and on chocolate 
coating, Chicago to Sioux City, Ia., not unreasonable, 

No. 21169, General Grinding Wheel Corporation vs. Southern 
et al. Examiner W. R. Brennan, Reparation on finding rate 
on abrasive grains, Anniston, Ala., to Philadelphia, Pa., unrea- 
— prior to September 7, 1926, to extent it exceeded 64 
cents. 

No. 20905, Brennan & Corrigan, Inc., vs. C. & N. W. et al. 
Examiner John Davey. Claim based on unreasonable rate on 
freight automobiles, Clintonville, Wis., to Laredo, Texas, for 
export to Mexico, barred by statute of limitations. Rate charged 
found applicable. Complaint dismissed. 


COMMISSION ORDERS 


No. 21624, Hinde & Dauch Paper Co. vs. Akron Canto 
Youngstown et al. Ft. Wayne Corrugated Paper Co. permits 
to intervene. ed 

No. 21673, San Pedro Chamber of Commerce et aj, y 
Santa Fe et al. Miami Copper Co. permitted to intervene, * 

No. 21755, McGrath Sand & Gravel Company vs. Santa F 
et al. Dubuque Shippers’ Association and Rock Island Send 
and Gravel Co. permitted to intervene. 

No. 21753, Bahde Oil Co. et al. vs. Santa Fe et al. Stang 
ard Oil Co. (Ind.) permitted to intervene. : 

No. 21780, Kistler Leather Co. et al. vs. Pittsburgh, Shay. 
mut & Northern. Pennsylvania Railroad permitted "to in- 
tervene. 

No. 21786, Traffic Bureau, Davenport (Iowa) Chamber of 
Commerce et al. vs. Alton’ & Eastern et al. and No. 21899 
Traffic Bureau, Moline (Ill.) Association of Commerce et al. ys. 
Alton & Eastern et al. Shell Petroleum Corporation permitteg 
to intervene. 

No. 21510, F. W. Tunnell & Co. vs. Long Island et al. Ar. 
mour Fertilizer Works permitted to intervene. 

No. 21800, National Association of Waste Material Dealers 
Inc., et al. vs. Abilene & Southern et al. Chamber of Commerce 
of Shreveport, La., permitted to intervene. 

No. 21779, The O. A. Smith Agency, Inc., vs. Atlantic Coast 
Line et al. Champion Fibre Co. permitted to intervene. 

No. 21209, Aalfs Paint & Glass Co. et al. vs. Santa Fe et al, 
Adamston Flat Glass Co. permitted to intervene. 

I. and S. No. 2414 (and cases consolidated therewith), salt 
between western and southwestern points. Petition of- defend. 
ants and respondents dated December 19, 1928, for reopening 
and rehearing in the cases above referred to, and also cases 
set forth in Appendix 1 to said petition, and for a general inves. 
tigation by the Commission of the rates on salt to and within 
the southwest, denied. 

No. 15474 (fifth supplemental order), Charles Wolff Packing 
Co. vs. Arkansas Western et al. This proceeding has been re- 
opened for rehearing in connection with I. and S. No. 3235, 
meats and packing-house products, to, from and between south- 
western and western trunk line points, and the effective date 
of the order of December 17, 1928, which requires establishment 
of rates therein prescribed on fresh meats and packing-house 
products, in peddler-car quantities, from and to the points 
therein designated on or before May 3, 1929, upon not less than 
5 days’ notice, is postponed until the further order of the Com- 
mission. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. Peti- 
tion of San Luis Central for reconsideration dated March 9, 
1928, denied, in view of fact that same had been satisfied by 
publication of rates satisfactory to petitioners. 

I. and S. No. 3131, wool from New York Harbor points to 
Clinton, Mass. The order entered herein on January 5, 1929, 
which was by its terms made effective on February 13, 1929, 
has been modified to become effective on March 13, 1929, upon 
one day’s notice. 

No. 16746, Independent Slaughterers’ Traffic Association 
et al. vs. Santa Fe et al.; No. 16844 (and Sub.-Nos. 1 to 3, incl.), 
Swift & Co. et al. vs. Santa Fe et al.; No. 17411 (and Sub.-Nos. 
1 to 3, incl.), Kennett-Murray Live Stock Buying Organization 
et al. vs. Akron, Canton & Youngstown et al. The order entered 
in these proceedings on January 14, 1929, which modified the 
order entered on December 22, 1928, so as to provide for the 
establishment of the rates prescribed on or before March 1, 
1929, upon the filing and posting of tariffs on not less than five 
days’ notice, has been modified so as to require the establish- 
ment of rates prescribed, on or before March 10, 1929, upon 
not less than five days’ notice to this Commission and to the 
general public. 

No. 21826, The American Agricultural Chemical Co. et al. 
vs. Akron, Canton & Youngstown et al. The Ironton Railroad 
(Lehigh Valley, Reading, lessees), has been dismissed as a 
party defendant hereto. 

No. 15584, Sinclair Refining Co. et al. vs. Ahnapee & West- 
ern et al., No. 15585, Miller Petroleum Co. et al. vs. Santa Fe 
et al., No. 16065, Barnsdall Refining Co. et al. vs. Louisiana & 
Arkansas et al., No. 16066, North Texas Petroleum Traffic Bu- 
reau vs. Same, No. 16309, South Dakota Independent Oil Job- 
bers’ Association vs. Santa Fe et al., and No. 1304, International 
Oil Co. et al. vs. Abilene & Southern et al. Petition of Western 
Trunk Lines and northern lines for rehearing and certain other 
relief, the supplement to that petition on behalf of certain de- 
fendants, and petition of complainants in No. 17304, for re- 
hearing, petition of A. G. Sorlie Co. for a supplemental order 
denied. 

No. 21454, Otis Gin & Warehouse Co. et al. vs. Alabama & 
Vicksburg et al. Mante & Co., Inc., permitted to intervene. 

No. 21482, Inland Empire Manufacturers’ Association Vs. 
Abilene & Southern ét al., and No. 21561, Consolidated Copper- 
mines Corp. vs. Nevada Northern et al. West Coast Lumber- 
men’s Association permitted to intervene. 

Finance No. 7353, application of Long Island for a certificate 
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io abandon & portion of its Whitestone branch in Queens county, 
New York. Swift & Co. permitted to intervene. 

No. 21492, Dewey Portland Cement Co. vs. Alton & East- 
ern et al., No. 21500, Dewey Portland Cement Co. vs. Ahnapee 
& Western et al., No. 21604, Dewey Portland Cement Co. vs. 
ganta Fe et al., No. 21635, Dewey Portland Cement Co. vs. Bur- 
ington et al., No. 21661, Dewey Portland Cement Co. vs. Rock 
island et al., and No. 21682, Dewey Portland Cement Co. vs. 
Milwaukee et al. Marquette Cement Manufacturing Co. per- 
mitted to intervene. ; 

No. 17458, Fisher Supply Co. vs. Alabama & Vicksburg et al. 
order of December 10, 1928, vacated and set aside. 

Finance No. 7308, joint application of Pennsylvania, lessee 
of the Pennsylvania Tunnel and Terminal, and Long Island, for 
a certificate authorizing the latter company to operate under 
trackage rights over a portion of the Pennsylvania Tunnel and 
terminal Railroad, etc. Transit Commission of state of New 
york permitted to intervene. 

No. 21838, West Kentucky Coal Bureau vs. Illinois Central 
et al. Wisconsin Paper & Pulp Manufacturers’ Traffic Associa- 
tion and Moline (Ill.) Association of Commerce permitted to 
intervene. 

2 No. 17657, Gulf Coal Co. vs. Virginian et al. The defendant, 
Virginian Railway, has been authorized and directed to pay unto 
complainant, Gulf Coal Co., on or before April 1, 1929, the 
gum of $23,361.84, with interest thereon at the rate of six per 
cent per annum, from the respective dates of payment of the 
charges assailed shown in the aforesaid agreed statements, as 
reparation on account of unreasonable rate charged for the 
interstate transportation of numerous carloads of coal, from Hot 
Coal, W. Va., to Pemberton, W. Va., destined to points in the 
states of Indiana, Kentucky, Illinois, Ohio, Wisconsin, Michi- 
gan and points in central and western trunk line territories. 

No. 16282 (and sub. 1), McEwing & Thomas Clay Products 
(Co. vs. Chicago & Eastern Illinois et al. Proceedings reopened 
for reconsideration. 

No. 17984 (Sub. 1), Fisher-Churchill Co. et al. vs. Central 
New England et al. Complainants’ petition for reopening and 
rehearing denied. 

No. 18874, Bellevue Sand & Gravel Co. vs. Burlington et al. 
Complainant’s petition for reconsideration, reargument, and/or 
reopening and rehearing denied. 

No. 19547, Wadhams Oil Co. vs. Santa Fe et al. Defendants’ 
petition for postponement of effective date of order, reargu- 
ment and reconsideration by entire Commission denied in so far 
as it seeks postponement of effective date of order and reargu- 
ment, and case reopened for reconsideration on record as made. 

No. 19646, Gopher State Canneries, Inc., vs. Santa Fe et al. 
Defendants’ petition to dismiss, denied, and case reopened for 
further hearing and assigned for further hearing at same time 
and place as hearing in I. & S. 3088, cans, iron, steel or tin, 
in Illinois and western trunk line territories and between those 
territories and central territory, if I. & S. 3088 is heard. 

No. 19825, Goodwillie-Green Box Co. vs. Milwaukee et al. 
Complainant’s second petition for reconsideration denied. 

No. 20028, American Cellulose & Chemical Manufacturing 
Co., Ltd., vs. Pennsylvania et al. Proceeding reopened for recon- 
sideration on record as made. 

No. 21780, Kistler Leather Co. et al. vs. Pittsburgh, Shawmut 
& Northern (John D. Dickson, receiver). Erie and Baltimore & 
Ohio permitted to intervene. 

Finance No. 7284, application of Texas-New Mexico for cer- 
tificate to construct and operate a line of railroad in Lea county, 
N. M. Magnolia Petroleum Co. permitted to intervene. 

No. 21789, Burkett & Co. et al. vs. Santa Fe et al. Con- 
tinental Oil Co. and Midwest Refining Co. permitted to intervene. 


ATTACKS SOUTHERN CONTROL OF M. & O. 


The city of Mobile, Ala., has filed a petition with the Com- 
mission asking that it institute proceedings under section 11 
of the Clayton act to relieve violations of section 7 of that act, 
the city alleging that the Southern Railway Company has un- 
lawful control of the Mobile & Ohio Railroad Company. 

The petitioner prays that the Commission order the South- 
ern to show cause why it should not divest itself of its owner- 
ship and control of the stock of the Mobile & Ohio. 


Mobile says that its municipal docks and the docks of the 
Alabama State Docks Commission, an agency of the state of 
Alabama, as well as its citizens and others, suffer from the 
control complained of. 

“The Southern Railway,” says the petition, “has a very 
large investment in port and terminal facilities at New Orleans 
and at some of the south Atlantic ports and is, there- 
fore, naturally not vitally interested in the development of com-- 
merce through the port of Mobile. 

It is further charged that the Southern control of the Mobile 
& Ohio puts the Southern in a position to lessen substantially 
competition between the Mobile & Ohio and the Southern. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Court of Appeals of Louisiana. First Circuit.) Where ship- 
per’s failure to recover price of threshing machine was due to 
fault of carrier, in that machine was sent to wrong destination, 
and another machine was shipped, but later returned, and first 
machine was delivered on wrong bill of lading, machine having 
been consigned to order of shipper, carrier was responsible.— 
R. B. George Machinery Co. vs. New Orleans, T. & M. R. Co. 
et al., 119 Sou. Rep. 473. 

Where threshing machine was consigned to order of ship- 
per carrier had no authority to deliver machine to person buying 
machine from shipper without authority of shipper.—Ibid. 

Estoppel in pais is founded on principles of justice and 
equity.—Ibid. 

Shipper, by instituting and prosecuting legal action against 
buyers for purchase price of machine which carrier delivered 
on wrong bill of lading, was not estopped from prosecuting 
same demand against carrier, since shipper had right to prose- 
cute his demand against either buyers or carrier, and there 
was nothing inconsistent between the two actions.—lIbid. 

(Supreme Court of Louisiana.) Where shipment was made 
under bill of lading with shipper’s order named as consignee, 
bill was negotiable—R. B. George Machinery Co. vs. New Or- 
leans, T. & M. R. Co. et al., 119 Sou. Rep. 432. 

Where bill of lading presented when delivery of shipment 
was requested was not bill under which shipment was made, 
and bill presented was to shipper’s order and was not indorsed, 
railroad acted without warrant of law in making delivery, and 
made itself liable to anyone having right of property or pos- 
session in goods, including shipper, under Uniform Bills of Lad- 
ing Law (act No. 94 of 1912), sections 12, 13.—Ibid. 

Where seller of machinery had right of action against pur- 
chaser to recover machinery or its value because of unauthor- 
ized delivery, on failure of purchaser to execute settlement 
papers, or to sue purchaser on contract for purchase price of 
machinery, suit for purchase price implied delivery or tender 
of machinery to purchaser, and implied adoption of delivery 
made, and was inconsistent with action against railroad for 
value of machinery as damages for unauthorized delivery, and 
estopped seller from suing railroad.—lIbid. 


Election by seller to sue on contract for purchase price of 
machinery delivered without authority by carrier, inconsistent 
with remedy against carrier to recover value of shipments as 
damages for unauthorized delivery, held binding on _ seller, 
though conflicting remedies were against different persons and 
though seller dismissed first suit for purchase price.—Ibid. 


Election by seller to sue on contract for purchase price of 
machinery delivered without authority by carrier, inconsistent 
with remedy against carrier to recover value of shipments as 
damages for unauthorized delivery, held binding on seller, 
though seller in possession of all facts reserved right in first 
suit on purchase price to pursue inconsistent remedy against 
carrier.—Ibid. 

(Commission of Appeals of Texas, Section A.) Intention 
to ratify is the essence of ratification of unauthorized delivery 
by an express company.—American Ry. Express Co. vs. Patter- 
son Produce Co., 12 S. W. Rep. (2d) 158. 

If facts attending transaction relied on as ratification of 
unauthorized delivery by express company are undisputed, and 
no other conclusion can be reasonably drawn from the facts 
than that unqualified ratification was intended, the law imputes 
such intention to the alleged ratifying party, and he will not 
be heard to say that his intention was otherwise.—lIbid. 

Whether or not different conclusions can. be reasonably 
drawn from the facts attending transaction relied on as ratifi- 
cation of unauthorized delivery by express company is a ques- 
tion of law.—Ibid. 


Where express company consigned car for delivery to C 
company, which shipper intended to consign to itself and agreed 
but failed to correct the consignment and deliver the car to 
the C company, shipper held to have ratified the delivery by 
having draft for price of the goods drawn on another party 
presented to the C company and receiving payment thereon.— 
Ibid. 

Where shipper’s acts, in having draft drawn on intended 
consignee presented to one to whom express company delivered 
the goods and receiving payment from such party, showed a 
ratification of the unauthorized delivery, evidence of undisclosed 
intention not to release express company from liability, but 
merely to minimize damages, was not competent. 
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CARRIAGE OF LIVE STOCK 


(Court of Appeals of Louisiana. First Circuit.) Where rail- 
road company had not withdrawn tariff permitting cattle to be 
shipped to B, dipped as required by quarantine regulation, and 
reshipped, and agent, without notice that dipping was no longer 
permitted, issued bill of lading calling for dipping and reship- 
ment, but agent at B refused to have the car placed at the 
dipping vat or to allow the cattle to be reshipped if they were 
dipped there, shipper held entitled to abandon the cattle to the 
railroad company and sue for their value.—Sheridan vs. New 
Orleans, Great Northern R. Co., 119 Sou. Rep. 465. 

(Springfield Court of Appeals, Missouri.) Shipper who 
ordered 40-foot car for shipment of hogs, but whose agent loaded 
hogs into 36-foot car which carrier furnished, held not entitled 
to recover for death of hogs in transit due to overloading, where 
contract of shipment expressly provided that carrier should not 
be liable for shipper’s default or negligence, and relieved carrier 
from damages resulting from overloading not due to negligence 
on carrier’s part.—Grisham vs. St. Louis-San Francisco R. Co., 
12 S. W. Rep. (2d) 101. 

TELEGRAPHS AND TELEPHONES 


(Supreme Judicial Court of Massachusetts. Suffolk.) De- 
fendant is not liable in tort action unless it failed to perform 
duty it owed plaintiff and damage followed as a natural and 
probable result.—Rogers vs. Postal Telegraph-Cable Co. of Mas- 
sachusetts, 164 N. E. Rep. 463. 

Where telegraph company accepted telegram, stating sender 
needed some money and asking addressee to call, at dictation, 
from woman, without learing her address, with instructions not 
to phone it, and left telegram under door at sendee’s house in 
violation of telegraph company’s rule, and adressee’s wife saw 
telegram, telegraph company was not liable for tort, since it 
did no wrong in accepting telegram or in delivering it to ad- 
dressee at his home.—Ibid. 

Words, “Don’t phone,” in telegram, meant that sender of 
message desired that addressee should receive written message 
free from risks of error, delay, and failure to deliver involved 
in oral transmission.—Ibid. 

Telegraph company was not responsible as for libel for 
meaning given by addressee or his wife to message from woman 
asking addressee to call, and stating she needed money, which 
telegraph company left at door of addressee’s house, and which 
came into hands of addressee’s wife, where such meaning was 
not reasonable one or one which telegraph company could rea- 
sonably have foreseen.—Ibid. 

Where telegraph company accepted telegram, asking ad- 
dressee to call, from woman and delivered it to addressee’s 
house and left telegram under door, so that addressee’s wife 
saw it, addressee cannot recover, because delivery was in vio- 
lation of defendant’s rule, where he was not injured by method 
of delivery.—Ibid. 

(Court of Civil Appeals of Texas. Amarillo.) Delivery of 
telegram to postoffice box designated after addressee’s name 
held not a compliance with telegraph company’s contractual 
duty as matter of law.—Western Union Telegraph Co. vs. Free- 
land et al., 12 S. W. Rep. (2d) 256. 

In action for damages for negligence in delivery of tele- 
gram, evidence held to warrant jury’s finding that defendant 
telegraph company did not exercise ordinary care in delivering 
message, addressed to named person, to postoffice box designated 
therein.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 


REGULATION OF COMMON CARRIER 


(Circuit Court of Appeals, Fifth Circuit.) Shipments made 
in carload lots from Paragould, Ark., to Texarkana, Tex., and 
reconsigned to shipper at Marshall, Tex., at which latter place 
the shipments arrived in unbroken bulk and under original seals, 
which had been placed on cars at shipping place, were inter- 
state shipments, as to which interstate rates were applicable. 
Marshall Mfg. Co. vs. Texas & P. Ry. Co., 29 Fed. Rep. (2d) 660. 

Shipper held not entitled to receive benefit of intermediate 
local rates, which in the aggregate were less than the inter- 
state rates having the approval of the Interstate Commerce 
Commission, by device of consigning and reconsigning, where 
it was intention from the beginning to make a through inter- 
state shipment, in view of interstate commerce act, section 6, 
as amended by act June -29, 1906, c. 3591 (49 USCA, section 6), 
notwithstanding sections 4, 13, as amended, embodied in trans- 
portation act (49 USCA, sections 4, 13), providing that it shall 
be unlawful to charge through rate which is higher than com- 
bination of local rates.—Ibid. 
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(District Court, S. D., New York.) Where steamship ¢ 
pany conducted business as common carrier in conjunction vin 
railroads, under such circumstances as to put part of its busi 
ness within regulatory jurisdiction of Interstate Commerce 
Commission, such Commission had right to examine any oe 
company’s records, whether they related to that part of its 
business or not.—United States vs. Clyde S. S. Co., 29 Feq Re 
(2d) 742. Bi 

Where Interstate Commerce Commission instituted map. 
damus proceeding against steamship company to compel exhjpj. 
tion of records it could not, while dispute remained undecideg 
by court, penalize such company under interstate commerce act. 
section 20, subd. 6 (49 USCA, section 20 (6)), by serving formaj 
demand for such records.—Ibid. 

(Supreme Court of Ohio.) The fact that a controversy 
exists between a shipper and a common carrier does not justify 
such common carrier in refusing to serve such shipper—New 
York Cent. R. Co. vs. Public Utilities Commission of Ohio, 164 
N. E. Rep. 427. 

The fact that such controversy arises out of a contract does 
not deprive the Public Utilities Commission of Ohio of juris. 
diction to require service.—Ibid. 

The Public Utilities Commission of Ohio has jurisdiction 
to require just and reasonable freight and passenger service 
from an interstate common carrier for interstate common carrier 
for intrastate business, so long as such requirement is not ip. 
consistent with an order of the Interstate Commerce Commis. 
sion, section 1, art. 17, interstate commerce act; and has juris. 
diction over the construction or abandonment of spur, industrial, 
team, switching, or sidetracks, located wholly within the state, 
article 22, same section.—Ibid. 

(Supreme Court of Michigan.) Under Pub. Acts 1923, No, 
209, State Public Utilities Commission is empowered in public 
interest to determine number of persons, firms, or corporations 
which should be permitted to operate common carrier motor 
vehicles; act being designed to regulate and control those 
engaged in business of common carriers on public highways.— 
Michigan Public Utilities Commission vs. Krol, 222 N. W. Rep. 
718. 

One operating trucks between cities carrying goods under 
private contracts with individuals held engaged in business of 
common carrier, within Pub. Acts 1923, No. 209, providing for 
regulation by Public Utilities Commission; “common carrier” 
being one who, for compensation, transports property for all 
who may choose to employ him.—Ibid. 

What constitutes common carrier, within Pub. Acts 1923, 
No. 209, providing for regulation by Public Utilities Commission 
of business of common carriers on public highways, is question 
of law, but whether service rendered comes within that meaning 
is question of fact.—Ibid. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 


——€ "3 by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 


a 


(District Court, E. D., New York.) There is an implied 
warranty of seaworthiness as to barge chartered for the trans- 
portation of gasoline in bulk or other petroleum products.—The 
Lawrence J. Tomlinson, 29 Fed. Rep. (2d) 797. 

In case barge was not fit to carry cargo of gasoline and 
other petroleum products mentioned in charter party, she was 
“unseaworthy.”’—Ibid. 

Where barge was not a common carrier, her owner could, 
by contract, limit her liability.—Ibid. 


(District Court, S. D., New York.) Failure of city hauling 
rubbish and ashes in chartered scows to thoroughly wet the 
loads was not excused so as to relieve it from liability for 
damages to scow from’ fire by fact that wetting would have 
interfered with profits of person salvaging part of rubbish or, 
under certain circumstances, caused load to split—Shamrock 
Towing Co., Inc., vs. City of New York et al., 29 Fed. Rep. (2d) 
783. 

Where libelant’s scow was tc windward of adjacent scow 
in same tow when fire on the adjacent scow was discovered, 
towing line held at fault in turning to windward so that libel- 
ant’s scow lost protection of wind and was damaged by fire.— 
Ibid. 

(District Court, E. D., New York.) Where bill of lading 
exempted carrier from liability due to breakage and leakage, 
shipper had burden of showing affirmatively that the damage 
was due to carrier’s negligence.—The Matilde Peirce. American 
Trading Co. vs. Peirce Bros., 29 Fed. Rep. (2d) 794. 

Evidence, in suit for damage to cargo of cherries in brine 
in barrels, held insufficient to establish that damage was due 
to carrier’s negligence in stowage thereof.—Ibid. 
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LAKE CARGO COAL 


The Traffic World Washington Bureau 


There is a possibility that the Supreme Court of the United 
tates will dispose of the lake cargo coal case now before it, No. 
355, United States of America and the Interstate Commerce 
Commission, appellants vs. Anchor Coal Company et al., and 
cases joined with it, on the ground that the question presented 
has become moot by reason of the filing of the so-called compro- 
mise rates whereby the differential has become 35 cents in- 
stead of 45 cents as ordered by the Commission and 25 cents 
if the judgment of the federal court for the southern district 
of West Virginia were affirmed. Attorneys for the parties to 
the case have been given five days by the Supreme Court to file 
priefs on the question whether the matter in issue at the time 
the district court gave its judgment has become moot. 

The question as to whether the matter had become moot 
was raised while two days of argument were being made on 
february 19 and 20. It was raised by Associate Justice McRey- 
nolds because August G. Gutheim, attorney for the Pittsburgh 
operators, referred to the fact that the railroads, by their acts, 
had, on January 1, made the differential 35 cents per ton. 
Gutheim brought out the fact in respect of the compromise in 
the course of comments by him on the declaration of the district 
court that the Commission had found that no rate war was im- 
pending. Gutheim said the Commission had not made any such 
fnding. He brought to the attention of the court the facts 
about the changes the railroads had made in consequence of 
the determination of the southern lines not to establish the 45- 
cent differential prescribed by the Commission, including the 
fact that the railroads had filed the so-called compromise tariffs. 

When he said that Justice McReynolds wanted to know 
whether there was anything before the court, Mr. Gutheim con- 
tended that there was. That was on the first day. On the sec- 
ond day of the arguments Mr. McReynolds brought up the mat- 
ter again while Mr. Gutheim was continuing his argument and 
suggested a reprimand to the attorneys because they had not 
informed the court of the change in the rates. Luther M. 
Walter, special counsel for the Commission and the United 
States, told the court that he had set forth the facts in his brief 
and named the pages upon which he had done so. 

None of the attorneys was willing to have the matter con- 
sidered moot. Mr. Walter not only denied that it was moot 
but said that, on account of the novelty of the law propositions 
covered by the case, the court should pass on it, regardless 
of the fact that changes had been made in the rates. In support 
of the proposition that the court could and should handle the 
matter on its merits he pointed out that the court in what is 
known as the Southern Pacific terminal case passed on the 
questions in issue notwithstanding the fact that the order of 
the Commission had expired before the case was reached in 
the highest court. That case arose in the period when the 
orders of the Commission had binding effect for only two years. 

The court considered the question as to whether the case 
had become moot in the luncheon recess on February 20. After 
lunch, Chief Justice Taft told the attorneys that the court 
would like to be told the facts about the changes in rates and 
to be advised precisely as to the status of the matter. John W. 
Davis, attorney for the southern operators, started to explain 
the situation but the court indicated that it desired to hear 
from Mr. Walter who, therefore, re-stated the facts he had 
before set forth in connection with his pointing to the page in 
his brief in which he had told about the change in rates. 

Arguments on the merits of the case closely followed the 
briefs, abstracts of which have been published in The Traffic 
World. They were made by, in addition to those already men- 
tioned, Henry Wolf Bikle for the northern lines; E. S. Ballard 
for the Ohio operators; J. V. Norman, for the southern oper- 
ators; and C. R. Hillyer for the northwestern consuming in- 
terests and the Wisconsin commission. 


§ 


PERSONAL INJURY DECISIONS 


A batch of decisions in personal injury cases was handed 
down by the Supreme Court of the United States February 18. 

A city ordinance of Memphis, Tenn., requiring railroads to 
maintain flagmen at dangerous crossings, was upheld by the 
court in an opinion by Justice Holmes in Nos. 135 and 169, 
Nashville, Chattanooga & St. Louis vs. R. D. White, as admin- 
istrator of W. B. White et al. W. B. White was killed and 
others were injured when the automobile in which they were 
riding was struck by a N. C. & St. L. train at a grade crossing 
in Memphis. The lower court held that the proximate cause 
of the accident was the railroad’s failure to comply with the 
ordinance. The railroad had substituted a signal for a flagman. 
The Supreme Court of Tennessee affirmed judgment against 
the carrier and this was upheld by the highest court. 

In No. 118, Michigan Central vs. G. E. Mix et al., the court, 
in an opinion by Justice Brandeis, reversed the Supreme Court 
of Missouri for denying an application for a writ of prohibition 
against the judges of the circuit court at St. Louis acting in 
& personal injury suit brought by Mrs. Thomas Doyle against 
the Michigan Central. Mrs. Doyle’s husband was killed in 
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Michigan. She removed to St. Louis, where she brought suit 
for damages against the Michigan Central. The latter had not 
consented to be sued there and contested the right of Mrs. 
Doyle to bring suit there. 

In an opinion by Justice Sanford in No. 70, Atlantic Coast 
Line vs. Morgan L. Davis, administrator, the court reversed 
the Supreme Court of South Carolina, which had upheld judg- 
ment for the administrator. 

The Court of Appeals of Georgia was affirmed by the court 
in No. 234, Western & Atlantic vs. Mrs. Nora E. Hughes, ad- 
ministratrix, opinion by Justice Brandeis. 

The Court of Errors and Appeals of New Jersey was re- 
versed in No. 219, Delaware, Lackawanna & Western vs. John 
Koske, opinion by Justice Butler. 

In No. 312, Douglas vs. N. Y., N. H. & H., the court ordered 
the case restored to the docket and assigned it for argument 
April 15 





GREAT NORTHERN TAX CASE 


In an opinion by Justice Sutherland, the Supreme Court 
of the United States, February 18, affirmed the Supreme Court 
of Minnesota, in Nos. 106 and 107, Great Northern vs. State of 
Minnesota. The action was brought by the state to recover 
taxes from 1901 to 1912, inclusive. Judgment was given by 
the trial court for 1903 to 1912, inclusive, but not for 1901 and 
1902. This was affirmed by the Supreme Court of Minnesota. 


BOSTON & MAINE TAX CASE 


The Supreme Court of the United States, February 18, in 
No. 129, United States vs. Boston & Maine, and No. 130, Old 
Colony Trust Co. et al. vs. Commissioner of Internal Revenue, 
income tax case, restored the cause to the docket, for reargu- 
ment, and with No. 407, Commissioner of Internal Revenue vs. 
Old Colony Railroad, assigned the cases for argument April 15. 


ALABAMA FERTILIZER CASE 


Supporting the Commission and asking that the judgment 
of the district court be affirmed, attorneys tor the railroads in 
No. 166, State of Alabama and Alabama Public service Com- 
mission, appellants, vs. United States, Interstate Commerce 
Commission et al., in their brief filed in the Supreme Court, 
contend that the Commission, in the proceedings before it which 
resulted in a striking down of the Alabama intrastate rates on 
fertilizer and fertilizer materials, did everything required by 
the law. (See Traffic World, February 16, p. 399.) They say 
the scope of the Commission’s order of investigation and the 
extent of the testimony are broad enough to support the order 
made under section 13, to remove an unjust discrimination 
against interstate commerce. 

The railroad attorneys say that the Commission’s findings 
of undue discrimination, being grounded upon substantial evi- 
dence, are conclusive and will not be reviewed by the courts. 
Further, they say, the appellants were accorded a full and 
complete hearing in the proceedings before the Commission. 


FLORIDA LOG RATES 


The litigation fog in which the Florida saw log rates 
prescribed by the Commission ‘shave become involved (see 
Traffic World, February 16, p. 399), continues. When the 
Commission, February 7, issued what it called a clarifying order, 
the Atlantic Coast Line went to the federal court at Miami, 
Fla., seeking a new injunction against the Florida officials on 
the ground that the amendatory action of the Commission had 
completely cut under any possible right of the Florida com- 
mission and the Florida state courts in respect of the matter. 

Judge Sheppard, however, ruled that the amendatory and 
declaratory action of the Commission could not serve to enlarge 
the territorial scope of the original order which a three-judge 
court at Atlanta had held was not state-wide. The Atlantic 
Coast Line, however, took an appeal from Judge Sheppard to 
the circuit court of appeals at New Orleans and asked for a 
temporary restraining order against the Florida authorities. 


RECAPTURE OF EXCESS EARNINGS 


The Commission has issued its usual annual order requir- 
ing railroads to report net railway operating income or deficit 
and related matters for the year ended December 31, 1928, in 
connection with the administration of the recapture provisions of 
the interstate commerce act. The reports are to be filed on or 
before May 1, 1929. 


- 


SECTION 204 LITIGATION 
Senator Couzens, on behalf of the Senate interstate com- 
merce committee, has favorably reported S. 3623, with amend- 
ments, a bill to permit a court review of claims of short lines 
under section 204 of the transportation act, which relates to 
reimbursement of deficits of short lines in the period of federal 
control. 
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CONSOLIDATION LEGISLATION 


The Trafic World Washington Bureau 


Another chapter in the history of the effort to obtain revi- 
sion of the consolidation provisions of the transportation act 
for the purpose of facilitating unification of railroads in the 
United States was written February 16, when the Senate inter- 
state commerce committee, by a vote of 7 to 2, approved the 
revised Fess consolidation bill, with amendments. But Senator 
Watson, chairman of the committee, and Senator Fess, of Ohio, 
chairman of the committee’s sub-committee on railroad consoli- 
dation, held out no hope for action on the bill at this session 
of Congress. 

“What chance is there for passage of the bill at this ses- 
sion?” Chairman Watson was asked. 

“I know there isn’t any chance,” was the reply. 
is no plan to take up the bill at this session.” 

Senator Fess indicated he did not expect action at this 
session. He said he intended to make some public addresses 
on the subject. 

The committee put the bill out at this time, it was indicated, 
for study by the public and to arouse further consideration of 
the proposal to amend the existing law. 

Two amendments, offered by Senator Sackett, of Kentucky, 
were approved by the committee. 


One of the amendments represents a compromise with 
respect to repeal of the requirement in the existing law that 
the Commission prepare a plan “for the consolidation of the 
railway properties of the continental United States into a lim- 
ited number of systems” and the “consolidations herein pro- 
vided for shall be in harmony with such plan.” The text of 
this amendment to the Fess bill follows: 


“There 


The Commission is directed to complete, as soon as practicable, 
@ comprehensive study of the transportation facilities of the rail- 
roads in respect to the grouping thereof into systems as provided in 
section 202 and therefrom to prepare and make public a general plan. 
Such plan shall be tentative only but shall be availbale for such 
assistance as the study may properly furnish to the Commission in 
passing upon petitions filed under this title. If such plan or any 
subdivision thereof, or any material accumulated in connection with 
such study, is used by the Commission it shall, by reference or other- 
wise, be made a part of the record in the proceedings upon the pe- 
tition. Action in respect to a petition under this title shall not be 
delayed or deferred pending the completion of such study and the 
preparation of such plan, but no order of the Commission approving 
a plan of unification shall be entered prior to the completion of such 
general plan. 


The Fess bill, without the foregoing amendment, and the 
Parker bill pending on the House calendar, would repeal the 
provision in the law requiring the preparation of a plan. 


Senator Fess pointed out that the Commission had recom- 
mended to Congress several times that the plan requirement 
be eliminated, but that last week the Commission had voted 
five to five on that question. He also said that President Cool- 
idge had favored repeal of the plan requirement. 


The Sackett amendment does not require that unifications 
must conform to the “tentative” plan adopted by the Commis- 
sion, and the effect of its enactment into law apparently would 
be to leave discretion in the Commission as to application of 
the plan. The amendment reflects the view that the Commis- 
sion, in passing on unification applications, should have regard 
for the grouping of the railroads as a whole or the final setup 
that may result from unification. The amendment contem- 
plates that the Commission would go forward with respect to 
hearings on unification applications, but stipulates that no order 
shall be entered approving a specific unification prior to the 
completion of the general plan. Use of the words “general 
plan” is regarded as significant. Those words may be inter- 
preted as meaning that the Commission shall not be required 
to allocate every railroad track in the United States when it 
makes its plan, but may indicate systems that should be cre- 
ated. Opposition may develop to the requirement in the amend- 
ment that no order shall be entered prior to the completion of 
the general plan on the ground that it would delay unification. 
Since the plan, however, is to be only “tentative,” and since 
it is to be a “general” plan, it is conceivable that the Com- 
mission, with the information it has as the result of the hear- 
ings on the tentative consolidation plan it announced in 1921, 
in No. 12964, Consolidation of Railroads, 63 I. C. C. 455, and 
as the result of the numerous acquisition-of-control cases dis- 
posed of under paragraph 2 of section 5 of the interstate com- 
merce act, could prepare a “general plan” without undue delay. 
It is also pointed out that filing of applications for authority 
to effect unifications and hearings thereon would provide the 
Commission with additional information for use in the prep- 
aration of the general plan. Senator Fess said it was intended 
that the “general plan” would be used as evidence by the Com- 
mission. 

The other Sackett amendment, which was approved, pro- 
vides that if the Commission determines that it is in the public 
interest, it may authorize one of the petitioning carriers to 
acquire by condemnation under section 213 the properties, rights 
and franchises of the carrier that is to be made a party. 

Senator Fess pointed out that the bill without this amend- 
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ment provided for a road to be taken in that the Commisgioy’ 
held should be included, but that if the road to be taken ove 
held out for a price that the acquiring line would not pay thins 
would be no unification. : 

Senator Couzens, of Michigan, desired an amendment ty 
meet the holding company situation discussed with the com. 
mittee by Commissioner Eastman. He may offer such ap 
amendment if the bill is taken up in the Senate. Senator Fess 
said it was his view that if there was to be legislation on that 
subject, it should be in the form of an amendment to the Clayton 
anti-trust act. 

Members of the committee present when the vote was 
taken were Watson, Bruce, Couzens, Fess, Glenn, Hawes, Pipe 
Sackett and Wagner. ; 

The bill as approved by the committee retains the same 
general statement referring to unifications as in the origina] 
Fess bill of this session (S. 5029) and as in the Parker pjjj 
(H. R. 12620). This is in section 202 of the bill. With the 
exception of the Sackett amendments and revision of language 
here and there, the Fess bill as approved by the committee jg 
practically the same as the Parker bill. z 

Within the last two or three weeks President Coolidge cop. 
ferred with several senators relative to prospects for enactment 
of railroad consolidation legislation and the thought was that 
it might be possible to enact a bill at this session. However, 
since those conferences were held, it was stated, on behalf of 
the President, the developments had not been very encouraging, 
The President was represented as feeling, nevertheless, that 
enactment of such legislation at this session was not an im. 
possibility. This information was made available at the White 
House the afternoon before the Senate committee voted on the 
Fess bill and statements were made by Senators Watson and 
Fess as to action at this session. 

The Sackett amendment to the Fess bill relating to the 
preparation of a general consolidation plan reflects a com- 
promise reached by members of the committee who favored 
repeal of the plan provision in the present law and members 
who were not in favor of repeal. Senator Fess, it was under- 
stood, favored repeal, as provided in his bill, but consented to 
the bill being reported with the Sackett amendment. 

When Chairman Lewis, of the Commission, appeared be 
fore the Senate committee last week in executive session, it 
was understood he took the position that, for nine years, the 
Commission had been required by Congress to prepare a plan 
and that it had not done so, and that the time had about come 
for it to comply with the requirement of the law. In this con- 
nection, it is understood that the reason the Commission has 
put off the preparation of a plan, from time to time, has been 
that informally it has been asked by congressional leaders to 
defer action pending the enactment of proposed consolidation 
legislation. 
there is nothing definite at this time as to when such legisla- 
tion will be enacted. It is assumed that, in view of what Chair- 
man Watson said Chairman Lewis told the committee as to 


the Commission being unanimous that a plan should be prepared. . 
if legislation were not enacted, the preparation of a plat will ; 


go forward shortly. 

Chairman Lewis is also understood to have taken the posi- 
tion that the Commission should have a plan in connection 
with passing on unification applications, so that railroads that 
should, in the public interest, be included in such unifications, 
could be before the Commission. It is understood he does not 
favor an inflexible plan or a “final” plan that could not be 
changed. 

‘Generally speaking, it is understood that the five members 
of the Commission who voted against repeal of the plan pro- 
vision feel that the Commission should have a plan for its 
guidance. 

Senator Fess announced he planned to address the Senate 
Saturday, February 23, on the consolidation bill approved by the 


Senate interstate commerce committee, and that at that time . 


he would submit a report from the committee on the bill. The 
senator has reintroduced his consolidation bill (S. 5817), but 
the text does not include the amendments relating to the prepal- 
ation of a plan and condemnation of roads that were approve 
by the committee. The bill as amended by the committee will 
be printed by the government printing office when it is reported. 


CAR SURPLUS AND SHORTAGE 
The average daily surpluus of freight cars in the period 
February 1-7, inclusive, was 245,907, as compared with 278,- 
213 cars in the preceding period, while a shortage of 24 flat 
and 33 gondola cars was reported, according to the car service 


division of the American Railway Association. The surplus 


was made up as follows: 


Box, 104,966; ventilated box, 302: auto and furniture, 10,677; total 
box, 115,945; flat, 9,597; gondola, 45,419; hopper, 38,549; total coal, 
83,968; coke, 1,090; S. D. stock, 20,785; D. D. stock, 2,813; refrigerator, 
10,558; tank, 349; miscellaneous, 802. 


Canadian roads reported a surplus of 21,585 cars, made up of 
20,000 box, 500 flat, 750 S. D. stock, 250 refrigerator, and 85 
miscellaneous cars. 





The legislation, however, has not been enacted and: 
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RAILROAD UNIFICATION PLANS 


The Traffic World Washington Bureau 


Applications by the Chesapeake & Ohio and the Baltimore 
& Ohio, filed this week, for permission under paragraphs 2 and 
3 of section 5, of the interstate commerce act, to create two 
groups in the eastern part of the country, it is generally be- 
lieved, have precipitated the whole question of a plan for the 
idation of the railroads in that part of the country as 
commanded by the provisions on that subject enacted in 1920. 
The two applicants point out, among other things, that the two 

oups proposed by them would be in general consonance with 
the four-group plan proposed by them and the New York Cen- 
tral with which the Pennsylvania did not agree. 

Inasmuch as the Commission has been unable to persuade 
Congress to relieve it of the duty to make a so-called permanent 
plan, and inasmuch as much attention has been drawn to that 
fact in the last two months, the applications, although not under 
the consolidation parts of the statute, are nevertheless believed 
to raise the whole question of grouping of the railroads so 
sharply that they may be regarded as moves by the applicants 
to bring about action in the matter of a plan for grouping. At 
any rate, they had the immediate effect of drawing attention to 
the fact that the proposals of the Chesapeake & Ohio and the 
Baltimore & Ohio, regardless of their technical character, would 
serve to open the whole series of highly controversial questions 
involved in consolidation plans. For illustration, the Baltimore 
& Ohio proposes that it shall have the Central of New Jersey. 
The New York Central, in its testimony in the general con- 
solidation case, put in much testimony to show that it should 
be given entry into northern New Jersey, a territory of rich 
tonnage, by having the Central of New Jersey allotted to it. 
In the Chesapeake & Ohio plan, also for illustration, the ap- 
plicant desires the Virginian, a road also desired by the Penn- 
sylvania, which has a large interest in the Norfolk & Western, 
to which the Virginian, in one way of looking at the question, 
is complementary. 

The Van Sweringens, acting through the Chesapeae & Ohio 
as an applicant under paragraphs 2 and 3 of section 5 of the 
interstate commerce act, put an application before the Com- 
mission. The Chesapeake & Ohio asks that the Commission 
find that it would be in the public interest to group or unify 
railroads having a mileage of 14,760 miles in the United States 
and 640 miles in Canada. The plan contemplates some new 
construction, of an incidental character, to connect various lines. 

The proposed group would have a capital investment esti- 
mated around $2,500,000,000. It would scrap all suggestions of 
anything other than a four-party consolidation in the east. It 
would do that by giving the Wheeling & Lake Erie in its en- 
tirety to the Van Sweringen group and divide the Pittsburgh 
& West Virginia, a Taplin road, into two parts. The part of 
that road east of the Ohio would be owned, in equal parts, by 
the Van Sweringen roads, the New York Central, and the Balti- 
more & Ohio. They would take over the West Side Belt, also 
a Taplin road. West of the Ohio the Pittsburgh & West Vir- 
ginia would be owned in equal parts by the Van Sweringen 
roads, the New York Central and the Baltimore & Ohio. 

The Wheeling & Lake Erie and the Pittsburgh & West Vir- 
ginia are parts of the old Gould system, the Wabash, in which 
the Pennsylvania acquired a large interest from L. F. Loree, 
the Pittsburgh & West Virginia, owned by the Taplin interests, 
and the Western Maryland, owned by the Baltimore & Ohio, 
being the other parts east of the Mississippi. 


Although the Chesapeake & Ohio asks merely for a ruling 
that the unification of the lines mentioned in its petition would 
be in the public interest, seemingly, the Van Sweringen thought 
is that the logic of the situation will compel the Pennsylvania 
to come before the Commission with its views as to what 
should be done in the way of consolidating or unifying the 
railroads in the eastern district. A Van Sweringen statement 
M connection with the application was that “it is reported that 
the Baltimore & Ohio, acting separately for itself, will present 
4 similar petition, and that the New York Central probably may 
do so, and it is argued that the logic of the situation will eventu- 
ally compel the Pennsylvania to do likewise.” This statement 
was made good February 19. 

This application, according to the same statement, was 
made “to take the whole subject of consolidation out of the 


realm of executive conference, and place it before the Inter- . 


state Commerce Commission, for action.” 
° The Van Sweringen interests are not proposing, at this 
ine the terms and conditions on which the railroads mentioned 
“ t are to be acquired, but merely ask for an answer to ques- 
100s. Obviously, observes the Van Sweringen statement in 
connection with the application, if the Commission holds that 
© proposal would not be in the public interest there would 
Acs use in considering the terms and conditions. The ap- 
D cation asks the Commission to do the following things: 


To hold that the i i 

4 grouping or unification of the railroads named 
will be in the public interest. 

© make necessary orders for acquisition of short lines which 
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in the opinion of the Commission should be included in the proposed 
Van Sweringen system. 

To make necessary orders from time to time to enable the appli- 
cant to acquire such railroads as the Commission finds it in the pub- 
lic interest for it to acquire. 

To indicate what must be done to secure the Commission’s ap- 
proval of terms and conditions, if the Commission is unable or un- 
willing to approve such acquisitions as it finds in the public interest. 

And to retain jurisdiction of the application for enlargement, 
modification, or amendment in order to carry out such a grouping 
as the Commission. will find to be in the public interest. 


The railroads involved in the application which are already 
under Van Sweringen ownership-management are the Chesa- 
peake & Ohio, Hocking Valley, Pere Marquette, Nickel Plate 
and Erie. The Buffalo, Rochester & Pittsburgh, recently ac- 
quired by the Van Sweringens, is not included because, under 
the four-party plan, that railroad is allocated to the New York 
Central and the Baltimore & Ohio. It is proposed to add to 
the Van Sweringen group, in their entirety, the following: 
Wheeling & Lake Erie, Chicago & Eastern Illinois, Virginian, 
Delaware, Lackawanna & Western, Bessemer & Lake Erie, 
Pittsburgh & Shawmut, Pittsburgh, Shawmut & Northern. 

It is proposed that the Van Sweringen group shall have an 
equal interest with the New York Central, Pennsylvania and 
Baltimore & Ohio in the following, called bridge or terminal 
lines: Delaware & Hudson, Lehigh & New England, Lehigh 
lines: Delaware & Hudson, Lehigh & New England, Montour, 
Pittsburgh, Chartiers & Youghiogheny, Chartiers Southern, 
Mononaghella, Pittsburgh West Virginia, east of the Ohio, and 
West Side Belt. 

It is further proposed that the Van Sweringen group shall 
have an equal interest with the New York Central and the 
Baltimore & Ohio in the Pittsburgh & West Virginia west of 
the Ohio; that the Van Sweringen group shall have an equal 
interest with the Baltimore & Ohio in the Detroit & Toledo 
Shore Line, one-half of which is now owned by the Nickel Plate 
and the other half by the Grand Trunk. In addition, the appli- 
cation proposes trackage rights ranging from 10 to 114 miles 
over railroads for the Van Sweringen group in which that 
group will have no monetary interest. 

This application, under the acquisition of control less than 
a consolidation paragraph of section 5, it was indicated by the 
Van Sweringen group, was made because of the inability of 
the eastern executives to get anywhere in the negotiations 
among themselves, although they had been at the subject since 
1923. In that year, it was pointed out, a four-party plan was 
presented by the New York Central, the Baltimore & Ohio and 
the Van Sweringen lines to which, however, the assent, in full, 
of the Pennsylvania could not be obtained. The Pennsylvania 
presented a substitute. In 1925 L. F. Loree came into the pic- 
ture with a proposal that there be five big groups in the east 
instead of four, the Wabash and the Lehigh Valley being his 
parcels in addition to the Delaware & Hudson, which, it was 
presumed, he could bring into the proposed system. Under 
the four-party plan the Wabash east of the Mississippi had 
been assigned to the Baltimore & Ohio and the Lehigh Valley 
to the New York Central. 

Negotiations continued until the end of 1928 without any 
conclusion. Then, it is asserted, the Van Sweringen interest 
decided to make the move which has now come out into the 
open with its application. It is not in harmony with the four- 
party plan. The Van Sweringen plan differs from the four- 
party plan of 1925 in that it proposes to give the Wheeling & 
Lake Erie wholly to the Van Sweringens instead of leaving it 
in the Nickel Plate, Baltimore & Ohio and New York Central 
confrol, where it now is, and in that it gives the Chicago & 
Eastern Illinois wholly to the Van Sweringens instead of putting 
it in the joint ownership of the Van Sweringens and the New 
York Central. 


The claim is made that the proposed group would be in the 
public interest on the usual grounds of economies and _ the 
making of single-line instead of joint-line rates, unified pur- 
chases and elimination of duplication of accounts and account- 
ing. Consderation of terms and conditions is held to be im- 
practicable in advance of a finding that unification would be 
in the public interest. 

The application, in substance, tells the Commission to 
prescribe whatever it thinks necessary to get the short lines 
into the proposed group or allow, in the event of the failure 
of negotiations, the matters in issue to be settled by arbitra- 
tion, binding on both parties. 


Baltimore & Ohio Plan 


The Baltimore & Ohio plan, to which the Van Sweringen 
application made reference, provides a system with an owned 
mileage of 13,184 and trackage mileage of 957, making a total 
of 14,141. Its capitalization would be about $2,192,036,343. 

The proposed system is presented either as part of the 
four-party scheme or as a part of the rearrangement in the 
eastern part of the country that would follow the approval of 
the Van Sweringen plan. The Baltimore & Ohio claims that the 


grouping proposed by it would be advantageous to the public 
as part of the four-party scheme or as a complement to the Van . 
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gweringeD plan. In other words, it is put forward as a good 
to be done whether the Pennsylvania and New York 

tral come forward with plans or refrain from so doing. 

As a preamble to its application the Baltimore & Ohio 

o its plan as being “in the matter of the application of 

imore & Ohio Railroad Company, for authority under 


Cen 


refers t 


alt 
=e aph 2 of section 5 of the interstate commerce act to 


~ control of certain carriers herein mentioned in the east- 
ern territory by lease or by purchase or in any other manner 
not involving the consolidation of such carriers into a single 
system for ownership and operation.” 

The prayer is that the Commission, upon hearing, find that 
the acquisition of control of each of the carriers proposed by 
the applicant is in the public interest from a transportation 
standpoint; and that the Commission retain jurisdiction of the 
application to the end that by such supplemental petitions, or 
by other procedure of a supplementary nature, the applicant 
may be enabled to submit to the Commission and the Commis- 
sion be enabled to take such further steps and make all such 
necessary orders aS may be proper and necessary in connec- 
tio with the terms and conditions for the acquisition of con- 
trol of any or all the carriers herein proposed to be acquired, 
and for the acquisition of such short or weak lines as the 
Commission shall find necessary to become part of the system 
of the applicant herein proposed to be created, and for the 
consideration and approval of such trackage rights as may 
hereafter be submitted to the Commission for its consideration 
and approval, and for the consideration and action upon all 
such other matters as may be necessary in connection with the 
acquisitions herein proposed. 

The plan calls for the acquisition and control of the Read- 
ing Company and its affiliated lines, including the Central of 
New Jersey, Lehigh & Hudson, Western Maryland, Buffalo, 
Rochester & Pittsburgh, Buffalo & Susquehanna, Detroit, To- 
ledo & Ironton, Chicago, Indianapolis & Louisville, Wabash 
and Ann Arbor. 

Carriers in which the applicant is to have a one-fourth 
interest and joint control by the Pennsylvania, New York Cen- 
tral and the Chesapeake & Ohio, are: Lehigh & New England, 
Montour, Pittsburgh, Chartiers & Youghiogheny and Pittsburgh 
& West Virginia, east of the Ohio. Joint control, with the 
Chesapeake & Ohio, is proposed of the Detroit & Toledo Shore 
Line. ; 

In none of these proposals is there any conflict with the 
Van Sweringen plan. As to trackage, the Baltimore & Ohio 
application ‘expressed the view that its proposed short line 
between New York and Chicago, as set forth in the hearing 
in No. 12964, the consolidation case, should be made effective. 
To bring about that short line the applicant proposed that it 
be allowed to obtain trackage over the line of the Pennsylvania 
from the connection between the Pennsylvania and the Buffalo 
& Susquehanna at Driftwood Junction, Pa., thence to a con- 
nection with the Reading at Newberry Junction, a distance of 


* approximately 80 miles. 


In the alternative it suggested a trackage right from the 
connection between the junction at Driftwood Junction over 
the lines of the Pennsylvania to the connection with the New 
York Central at McElhatten, Pa., a distance of approximately 
63 miles, and thence over the lines of the New York Central 
from the connection at McElhatten to the connection with the 
Reading at Newberry Junction, a distance of about 18 miles. 

Further suggestions as to trackage provide for the use of 
parts of the Wheeling & Lake Erie between Canton and West 
Zanesville, O., a distance of about 83 miles, and from Creston, 
0., to Toledo, O., including the Toledo Belt Line, controlled by 
the Wheeling & Lake Erie, a total of 112 miles; and over 
either the Pere Marquette or the Detroit & Toledo Shore Line 
between Toledo, O., and Detroit, Mich. 

What seems the main argument of the Baltimore & Ohio, 
aside from those pertaining to economies, for this enlargement 
of its system is that, while it had for many years been one 
of the more important carriers operating in the eastern part 
of the United States, it had in all that period been compelled 
to operate in competition with other outstanding systems, 
chiefly those of the New York Central and the Pennsylvania, 
Which for years had been substantially greater and more com- 
Dlete systems from every standpoint, the mileage of each, di- 
rectly owned or controlled, being approximately twice as great. 
The application said that while it had increased in size and 
Competitive strength, it had never been able to approach the 
size and competitive strength of the New York Central and the 
P enusylvania, “which, by all tests, far exceed all other systems 
in the eastern district, nor has it been able to secure the advan- 
tages and the competitive opportunity which obtain by reason 
of the larger systems reaching and serving from a far 
a territory than that reached and served by the system 
th your applicant. Its chief handicap has been the fact 
at for so many years it has been unable to provide for the 
ovement, in a satisfactory manner, of its large and growing 
Taffie to and from the port of New York, where it has extensive 
‘rminals, over the rails owned or controlled by it, it being 
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dependent for access to the port of New York and its terminals 
there located upon the Reading and the Central of New Jersey.” 

The Baltimore & Ohio pointed out that while it had large 
stock interest in the Reading, which owned 52 per cent of the 
stock of the Central of New Jersey, it had not been able to 
acquire sole control of the Reading, a thing recognized, it said 
as being desirable, in the Commission’s tentative plan for the 
consolidation of the railroads in the eastern district. 

The applicant quoted, with approval, a declaration, made 
by Prof. W. Z. Ripley, of Harvard, in his report to the Com- 
mission, that it was attenuated at both ends, that is, at its 
western termini in Chicago and St. Louis and at New York in 
the east. 

The Baltimore & Ohio said it realized that the system pro- 
posed differed substantially from system No. 3 as set forth in 
the Commission’s tentative consolidation plan, as did also the 
proposal to have a four-party division of the railroads in the 
eastern district as proposed by it, the Van Sweringens and the 
New York Central to which the Pennsylvania took exception. 

“Your applicant believes, however, for the reasons afore- 
stated, to be hereafter amplied by proof,” says the application, 
“that the aforesaid four systems in the eastern district will 
more surely accomplish the congressional object than is likely 
through the greater number of systems otherwise composed.” 

The Baltimore & Ohio said it was in full sympathy with 
the idea back of the legislation of 1920 providing for the con- 
solidation of the railroads of the country into a limited number 
of systems. 


Purpose of Applications 


Failure of many to take the applications of the Van Swer- 
ingen interests and the Baltimore & Ohio at their seeming 
face value was one of the notable conditions immediately fol- 
lowing their filing. It was generally assumed that the applicants 
desired to accomplish at least two objects. The patent object, 
it was suggested, was to create the impression that the main 
object was to force a declaration of its position from the Penn- 
sylvania. It was doubted, however, whether that was the 
primary object. 

A forcing of the Commission to say or do something in 
respect of a so-called permanent plan of consolidation, it was 
suggested, might be the primary object, though, for reasons of 
policy, the guise might be that of forcing the Pennsylvania to 
declare itself. Forcing or persuading the Commission to take 
up, in a serious manner, the making of a permanent plan for 
consolidation, it was pointed out, almost certainly would require 
the Pennsylvania to do something if it desired to maintain its 
position as the premier freight hauling railroad. 

The fact that the New York Central did not come in, on 
the heels of the Chesapeake & Ohio and the Baltimore & Ohio, 
after they had deposited their plans with the Commission, 
caused considerable speculation. Notwithstanding the declara- 
tion of the Chesapeake & Ohio that it understood the New 
York Central would also file a plan, the speculation immediately 
following the filing of the plans raised a definite impression 
that the New York Central would not perform as the Van 
Sweringen application intimated. 

That impression was founded, definitely, on the position 
taken by the New York Central in finance No. 5688, application 
of that carrier to unify its system lines. The Commission origi- 
nally rejected its plan because that plan did not make provision 
for short lines in the New York Central territory. The reason 
for the rejection was what the New York Central called the 
dictum in the Nickel Plate unification case, 105 I. C. C. 425. 
In that case the Commission said “every applicant (under para- 
graph 2 of section 5) should assume the burden of making rea- 
sonable provision in its plan for the possible incorporation of 
every short line now in operation in the territory covered or to 
be covered by the proposed grouping or unification. No branch 
line or short line now in operation should be left out of the 
consideration unless, by affirmative testimony, the abandon- 
ment of such short line or its omission from the plan has been 
justified.” 

The New York Central, in the argument on the matter, 
claimed that there was no provision of the law requiring a 
carrier desiring to obtain control of another to assume the 
burden of including in that plan all the short lines in its ter- 
ritory. The Commission, however, has not receded from the 
position that the applicant should bear such a burden. 


In the event the New York Central is required to take 
serious notice of the two applications, the thought is that it 
will make the point that the Baltimore & Ohio and the Chesa- 
peake & Ohio have not complied with the requirement about 
short lines in their territory, as it was required to do in its 
application. In the argument on the New York Central plan, 
Clyde Brown, general solicitor for that carrier, made the point 
that the Pennsylvania was not required, when it sought the 
unification of its system lines, to assume the burden of making 
provision tor the short lines. 

A further point that may be made is that the applicants 
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are expected to name the terms and conditions upon which they 
think the acquisition of the lines to be taken over would be 
in the public interest, and that unless and until applicants dis- 
close some of the terms and the conditions there is nothing to 
guide the Commission in coming to a conclusion as to whether 
the proposed acquisition would or would not be in the public 
interest. In this connection it is pointed out that the Com- 
mission could not issue an order permitting the taking over 
of the lines sought to be acquired because it could not know 
upon what terms the Chesapeake & Ohio and the Baltimore & 
Ohio could acquire such roads as the Lackawanna, the Bes- 
semer & Lake Erie, the Pittsburgh & West Virginia, the Lehigh 
Valley and perhaps a dozen other roads covered by the plans. 

With the Commission, following this reasoning, not being 
in a position to prescribe the terms and conditions, because 
none had been suggested, led to the query as to whether the 
two applications did not come within the rule laid down by 
the Commission in the Chicago, North Shore & Milwaukee case 
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(see Traffic World, February 16, p. 389), in which the gg 
mission dismissed the complaint because nothing affirmative 
was asked. In that case the complainants asked the Commis, 
sion to decide whether the North Shore road was a railroag 
subject to its jurisdiction. In the Baltimore & Ohio ang Ches. 
apeake & Ohio cases the applicants ask for findings that the 
proposed acquisitions would be in the public interest. 

If the Commission holds hearings on the applications, the 
Pennsylvania and New York Central are expected to take Dart 
at least to the extent of pointing out defects in the plans, juris. 
dictional and on the merits. They can do that without filing 
plans of their own. It is believed the New York Central, jp 
such an event, would suggest that the way to get at the matter 
of a permanent consolidation plan would be to reopen No. 12964 
the consolidation case, into which it placed a mass of material 
to show why the Central of New Jersey, which the Baltimore 
& Ohio has included in its acquisition plan, should go to the 
New York Central. 


°, 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
(No anonymous letters or communications bearing fictitious signatures will be published.) 


The Open Forum 


TRAFFIC SOLICITATION 


Editor The Traffic World: 


We have read with much interest your editorial entitled 
“Traffic Solicitation,” especially as your article follows our line 
of thought. 


We can recall one or two solicitors who followed the prac- 
tice suggested of giving shippers some real information and, 
fortunately for the gentleman in question, but unfortunately 
for the shippers they were not allowed to remain in the ter- 
ritory any great length of time, being promoted to greater 
responsibilities on account of the successful handling of this 
territory. 

In regard to the liquor issue, we think that the present 
practice is a disgrace to our railroads. 


Under the present form of regulation the carriers make 
much ado over their inability to do certain things on account 
of laws prohibiting such actions, and it seems to us that a line 
of business depending so much, whether willingly or unwillingly, 
on federal regulation should have a little more respect for some 
of the other laws of the country. 

Probably it would be a good idea for the carriers to issue 
the Volsted act in freight tariff form, giving it an I. C. C. num- 
ber, in order that the importance of the law could be fully 
appreciated by a greater number of the carriers’ representatives. 

We hope your editorial will result in improvement to the 
benefit of all concerned. 

The Hoosier Manufacturing Co., 
C. V. Wake, Traffic Manager. 
New Castle, Ind., Feb. 16, 1929. 


Editor The Traffic World: 


I have been reading your articles in The Traffic World for 
some time but the one headed “Traffic Solicitation” is the best 
yet. The old method of a solicitor going out and trying to 
bribe the traffic manager for a few cars of freight by the old 
bottle method or a box of cigars ought to be done away with. 
I presume we still have some men in our profession as well as 
all others, that are unable to get along without it and the only 
way they are able to procure it is to have somebody give it to 
them. It is something similar to the annual banquet where, 
after the banquet, they all congregate around some room and 
try to find out what their real capacity in stock is, but if they 
had to go out and buy their own they wouldn’t even spend 
enough for one drink. Of course, they are not all alike, and 
it is a case where the innocent have to suffer with the guilty 
ones. 


I certainly feel that every broad-minded traffic man of the 
field today agrees with you that considerably more business 
could be obtained if the time and effort and the money given to 
this form of entertainment were spent by earnest, intelligent, 
sober and industrious salesmanship, giving such reasons as 
service and rates why one should use their particular line. The 
railroads today are just like any high-class merchandise house, 
only they are selling railroad service and should not have any- 
thing to worry about regarding the holding of that business. 
Our company, or any other company, places a man at the head 
of its traffic department for only one reason, and that is to get 
the best possible service available. 


Your “Platform” certainly has the stamp of approval. Hither 
regulate them all or don’t regulate any of them. 
Geo. H. Ostermann, Traffic Manager, 
The Timken-Detroit Axle Co. 
Detroit, Mich., Feb. 18, 1929. 


ALEX C. JOHNSON IN OIL 





SEES 


Alex C. Johnson, vice-president in charge of traffic of the 
Chicago & North Western Railway Company, was honored Feb- 
ruary 19 at a meeting of the Chicago Rotary Club, of which he 
is a past president, by the presentation of an oil portrait of 
himself, the work of John Doctoroff, a member of the club, who 
painted the official portraits of Herbert Hoover and Calvin 
Coolidge. The above picture shows the portrait in the center 
with Mr. Johnson at the right and Floyd L. Bateman, vice 
president of the Rotary Club, president of the Transcontinental 
Freight Company, on the left. Mr. Bateman made the pres 
entation of the portrait, which is the gift of individual mem 
bers of the club and which will eventually hang in the lobby 
of the new Alex Johnson Hotel in Rapid City, South Dakota, in 
which state Mr. Johnson did his pioneering in railroad work. 


MONEY FOR COMMISSION, ETC. 

President Coolidge has signed the independent offices a> 
propriation act carrying appropriations for the Commission, asin 
ping Board and other independent agencies of the govern 
for the fiscal year ending June 30, 1930. (See Traffic World, Feb. 
16, p. 414.) 
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The U. 5. Shipping Board 


Its History and Functions—Regulatory Provisions of the Law Under Which It Works—An 
Operator of Many Vessels on the Seas 


By Stanley H. Smith 


The United States Shipping Board was organized in 
January, 1917, charged by Congress with the duty not only 
of promoting the development of an American merchant 
marine and of regulating foreign and domestic shipping 


E. C. PLUMMER 


American foreign and domestic trade. 
Recommendations of this committee 
were reflected in the regulatory provisions 
of the shipping act of 1916, but a proposal 
of the committee that duties of regulation 
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but also of bringing into existence a 
merchant marine under the American 
flag. 

Before it passed the shipping act 
of 1916, which was approved Septem- 
ber 7, 1916, Congress had had under 
consideration for several years pro- 
posals for the regulation of ocean 
shipping, and in February, 1914, the 
House Committee on 
merchant marine and 
fisheries made a. re- 
port to the House on 
steamship agreements 
and affiliations in the 


be imposed on the 
Interstate Commerce 
Commission was re- 
jected and instead the 
Shipping Board was 
created. 

Mars, in the sum- 
mer of 1914, released 
his dogs in Europe 
and a new world ship- 
ping problem arose for solution. The 
United States ret the situation with 
a decision to authorize the building of 
merchant ships and their operation 
through a corporation to be organized 


by the Shipping Board. 

In April, 1917, the month in which the United States 
declared war against Germany, the Shipping Board organ- 
ized the Emergency Fleet Corporation with a capital stock 
of $50,000,000. Then began activities that submerged the 
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peace-time promotional and regulatory 
duties of the Shipping Board. 

The original requisitioning and 
shipbuilding program of the Fleet 
Corporation contemplated a fleet of 
3,270. vessels of 18,407,276 dead- 
weight tons. The end of the war 
brought cancellations of shipbuilding 
contracts. Since 1917 the Shipping 
3oard has owned and controlled a 
grand total of 2,543 vessels of all 
types, aggregating 14,706,217 dead- 
weight tons. Of this total, as of June 
30, 1928, 1,557 had been sold, 89 lost, 
99 transferred to other government 


departments and 18 scrapped, leaving the board at that time 
with a total of 780 vessels of 6,062,585 deadweight tons. 
Ince last June the board has disposed of approximately 


ships, leaving about 700 in its possession, of which about 
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240 are in operation. More than three billion dollars was 
appropriated by Congress for the emergency shipping fund 


of the Fleet Corporation. 


Peace-Time Legislation 


Enactment of additional shipping 
legislation became necessary after the 
war to meet peace-time conditions. In 
the merchant marine act of 1920, Con- 
gress declared that the United States 
should have a merchant marine of the 
best equipped and most suitable types 
of vessels sufficient to carry the 
greater portion of its 
commerce and serve 
as a naval or military 
auxiliary in time of 
war or national emer- 
gency “ultimately to 


acquired in the war- 
time operations. 
Provisions were 
included in the mer- 
chant marine act of 
1920 that were in- 
tended to aid in the 
establishment of a 
privately owned and 
operated merchant 
marine but, for one reason or another, 
these did not prove effective. Under 
the administration of President Hard- 
ing, the Shipping Board, at the time 
A. D. Lasker was chairman, attempted 
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be owned and operated privately by citizens 
of the United States.” Authority was given 
the Shipping Board to continue the opera- 
tion of ships through the Fleet Corporation 
and to dispose of ships and other property 
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to obtain favorable action in Congress on a ship subsidy 


bill. It was not successful. 


The effort to obtain aid from the government for a 
privately owned and operated merchant marine, however, 
was not abandoned, and, as a result, the merchant marine 


act of 1928 was finally approved. This 
act provides for governmental aids 
that are intended to make possible pri- 
vate ownership and operation of the 
merchant marine—a ship construction 
loan fund of $250,000,000 from which 
the board may make loans for the con- 
struction of new ships or for recon- 
ditioning and improving of vessels 
already built at low rates of interest 
and for a period of 20 years, and 
ocean mail contracts under which 
subsidy payments are made by the 
government for the transportation of 
the mail. Plans are now under way 
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to revise this act to the end that additional governmental 


aid may be provided. 


Duties of Board’s Bureaus 
Under the organization of the Shipping Board there 
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are seven bureaus dealing with traffic, regulation, construction, 
operations, law, research, and finance, each under the super- 
vision of a commissioner. 

The bureau of régulation is the department of .the board 
through which effect is given to the regulatory provisions of 
the shipping act. Jurisdiction of the board extends to two 
classes of common carriers by water—carriers engaged in inter- 
state commerce on regular routes from port to port on the high 
seas and the Great Lakes, and carriers engaged in foreign 
commerce. Tramp vessels are excluded. The board’s juris- 
diction also extends to persons carrying on the business of 
forwarding or of furnishing wharfage, dock, warehouse, or other 
terminal facilities, in-connection with a carrier by water. 

Under section 18 of the shipping act, interstate carriers by 
water are required to file maximum rates, fares, and charges. 
The board also passes on agreements, under section 15 of the 
act, entered into by carriers. 

Complaints may be filed with the board under section 22 
of the act and the board may issue an order in respect of 
violations found and award reparation. Issues as to reason- 
ableness of rates come under section 18 of the act and issues 
of undue prejudice and unjust discrimination between shippers, 
localities, and descriptions of traffic, under sections 16 and 17. 

Fifty-two formal docket cases resulting from the filing of 
complaints make up the total number of such cases since the 
organization of the board. In the last year the board has had 
before it the case involving the question of split deliveries by 
intercoastal carriers. From the standpoint of the number of 
interventions, this is the largest proceeding the board has dealt 
with under its regulatory power in recent years. If the Ship- 
ping Board had power over minimum rates of carriers by water, 
it is believed its regulatory activities would increase substan- 
tially, as such power would place in the board more effective 
control than it has now. 

Discriminations against American vessels, ocean trade 
routes and conditions, rail transportation as related to ship- 
ping, ocean mail contracts, and preferential rates, are among 
the subjects to which the bureau of traffic of the board gives 
attention. 

With the Shipping Board required to pass on plans for 
vessels built in part with money supplied from the ship con- 
struction loan fund, its bureau of construction deals with prob- 
lems arising under the administration of that part of the law 
as well as conversion of vessels to Diesel engine propulsion. 
Among other things, it investigates the relative cost of foreign 
and domestic construction. 

Industrial relations, including sea service, labor costs and 
conditions, pier and port facilities, navigation laws, and investi- 
gation of cargo handling equipment, are subjects handled by 
the bureau of operations. 

The bureaus of law, research, and finance have to do with 
the subjects that come within the scope of such designations. 

With the board accelerating its retirement from the field 
as an owner of ships, it is expected that increasing attention 
will be paid to the regulatory provisions of the law under which 
it functions. When it has sold the last ship under its control, 
however, the board will still have important duties to perform, 
other than those relating to regulation, such as the adminis- 
tration of the loan provisions of the act of 1928 and the certi- 
fication of routes and types of vessels under the ocean mail 
provisions. 

Members of Board 


More than thirty individuals have served as members of 
the Shipping Board in the twelve years of its life. The first 
chairman was William Denman. Between July 27, 1917, when 
Edward N. Hurley became chairman, and February 4, 1924, 
when T. V. O’Connor became chairman, the chairmanship 
shifted from John Barton Payne to Admiral W. S. Benson to 
A. D. Lasker and to Edward P. Farley. 

The members of the board at present are: Chairman 
O’Connor, of New York, from the Great Lakes region, whose 
term will expire June 8, 1932; Edward C. Plummer, of Maine, 
vice-chairman, from the Atlantic coast, whose term will expire 
Junue 8, 1930; Jefferson Myers, of Oregon, from the Pacific 
coast, whose term will lexpire June 8, 1931; R. K. Smith, of 
Louisiana, from the Gulf coast, whose term will expire June 8, 
1929; A. H. Denton, of Kansas, from the interior, whose term 
will expire June 8, 1933; H. I. Cone, of Florida, from Atlantic 
coast, whose term will expire June 8, 1934, and S. S. Sandberg, 
of California, from the Pacific coast, whose term will expire 
June -8, 1934. F 

The seven members of the board are also the trustees of 
the Merchant Fleet Corporation, the word “merchant” having 
been substituted for “emergency” by act of Congress. The 
chairman and vice-chairman of the board are also president 
and vice-president, respectively, of the Fleet Corporation. For- 
merly the trustees were officials of the corporation, and there 
was also a president, not a member of the board. 

The Shipping Board as a promoter and regulator of ocean 
shipping is in the ascendancy. The war-time created Fleet 
Corporation, when the board has disposed of its ships, will be 
dissolved. 
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OVERSEAS FREIGHT RATES 


The Trafic World New Yor, Bares 


Full cargo rates have shown a stronger tendency jp the 
last week despite an almost entire absence of demand, 
shippers who found it necessary to charter vessels hag to 
14% cents a hundred pounds to Antwerp and Rotterdam 1” 
March loading, in comparison with 14 cents last week, Aside 
from this incident, no interest is shown in the grain market, 
Adequate space can be obtained on the basis of 14 cents fo 
the opening of navigation on the St. Lawrence, though brokers 
point out that in the event of any revival in demand it ig prob. 
able that higher figures may be quoted. 

The unusually severe winter abroad may affect the sprin 
wheat crop and, accordingly, is casting some uncertainty over 
the forthcoming market for grain. 

More or less nominal rates quoted for heavy grain at Dres. 
ent are as follows: From Atlantic ports for March-April joag. 
ing, 3s 3d to the United Kingdom, l4c to Antwerp-Rotterdan 
15c to Hamburg-Bremen, 18c to the Mediterranean; fron, 
Montreal for May-June loading, 3s 3d to the United Kingdom 
14c to Antwerp-Rotterdam, 15c to Hamburg-Bremen, and 18 
to the Mediterranean. 

Berth rates on regular steamers show little change, with 
some revisions in minor commodities. Developments in the 
intercoastal situation are being watched carefully, though 
nothing is anticipated which will affect the rate structure. The 
present movement for consolidation of some of the smaller 
liners is expected to eliminate some of the sources of trouble 
in the past and, if successful, will result in the formation of a 
strong company, which probably will work more harmoniously 
with the conference. 


The Gulf Intercoastal Conference, which dissolved on July 
1, has been reorganized with the Luckenbach, Transmarine and 
Gulf Pacific lines as members. The Redwood Line is outside 
the group, but has been invited to become a member. The new 
agreement, which was signed at New Orleans, is to become 
effective as soon as it has been approved by the Shipping 
Board. Present tariffs in the Gulf-Pacific trade are extended 
to March $31. 


Coupled with the announcement of the resignation of A. F. 
Zipf of the Williams Line as acting chairman of the Intercoastal 
Lumber Conference it is reported that Luckenbach, Williams 
and Nelson lines have filed notice of their resignation. This 
is a formality required in advance of any actual withdrawal. 
The American-Hawaiian Steamship Company has been named 
to succeed Mr. Zipf. ° 

Zipf stated that the Williams Line had not quit the con 
ference and would attend all meetings. It is believed that the 
gesture of resignation on the part of one line named is to 
expedite action on points of issue on which various members 
have clashed, including rate level and the appointment of a 
permanent chairman to succeed James P. Jennings, who died. 
It does not mean disruption of the conference. 

Proponents of stability say difficulty has been had in de 
ciding on a chairman suitable to all concerned. A man thor 
oughly familiar with lumber production and carriage, as well 
as possessing “sang froid” is desired. There are many appli 
cants, as the position will pay a high figure. Several nominees 
were discarded via the black ball. 

Shipments arriving in Costa Rica on and after April 1 must 
be covered by a consular invoice, according to the new customs 
regulations of that country. The consul-general in New York 
advises that, in view of the fact that the transit time from 
New York to Punta Arenas is between four and six weeks, it 
will be necessary for all shippers to that port to take out cor 
sular invoices on all shipments leaving New York on and after 
February 23. The transit time to Limon being only about fifteen 
days, consular invoices for that port should be taken out after 
the first week in March. The consul-general points out that 
the penalty for shipments arriving after April 1 without con: 
sular documents is rather severe and he is advising all ship- 
pers to be on the safe side and take out the consular paper 
at an early date in order to avoid any complications up0l 
arrival of merchandise at destination. Consular blanks 4 
now available at the consulate at a price of 40 cents a st 
The complete consular regulations are the same as the previ 
ous ones. It will also be necessary to take out consular papers 
covering parcel post shipments with a value in excess of $20. 

Reports emanating from Canadian sources to the effect that 
a steamship rate war is impending in the Jamaica-Canada | 
nana trade as a result of the tariff preferences establish® 
under the Canada-West Indies trade agreement were de 
by I. K. Ward, president of the Fruit Dispatch Company, the 
selling organization of the United Fruit Company. Mr. W . 
who has just returned from a visit to eastern Canada in © 
nection with the business of his company, which is about 
establish a new steamship service between Kingston, Jamal@, 
and St. John, N. B., said: The 

“I am not aware of any impending banana wal. 
United Fruit Company has been selling bananas in 
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These Monstrous Shapes of lron 
rush to keep business appointments 





Such oversize loads as this—which weighs 136,000 pounds and stands over 16 feet high 
—need to be routed with the utmost care. The Pennsylvania has accurate clearance data, 
covering all of its 28,000 miles of track. 


N the great mill districts of the 

United States are manufactured 
a thousand commodities of iron and 
steel. 


Such commodities are as nec- 
essary to the life and business of 
big cities as the people themselves. 
They are the sinews, the muscles, even 
the tiny nerve ganglions, of our mod- 
ern civilization. On their quick, safe, 
and regular transportation depend the 
building and maintenance of sky- 
scrapers, subways, bridges, ships. . . 
For years a large part of the respon- 
sibility of this transportation has been 
shouldered by the Pennsylvania Rail- 
toad. During a single year, Pennsyl- 
vania freight trains hauled 583,013 


tons of iron ore; 4,364,861 tons of 
iron, pig and bloom; 7,674,003 tons of 
bar and sheet iron, structural iron, 
and iron pipe... 

Today nearly 100% of Pennsyl- 
vania freight trains run on schedule. 
That means 75,000 to 90,000 freight 
trains each month, practically all run- 
ning on schedule—and executing that 
schedule with a regularity and on 
time dependability of performance 
which challenges the records of pas- 
senger trains. 

In the panel at right are six Penn- 
sylvania freight trains —carrying 
many different kinds of merchandise— 
whose fine performances have earned 
them distinctive names. 


rd 





Six Merchandise 
“Specials” 





In the Pennsylvania’s famous 
fleet of 62 named freight trains 
—the ‘‘Limiteds of the Freight 
Service’’—are six in particular 
whose fine performances are 
instrumental in supplying the 
iron and steel sinews of the 
great industrial regions of the 
United States: 

















THE IRON MASTER 
Merchandise 


Pittsburgh to New York 








THE MERCURY Merchandise 
Chicago to Seaboard Cities 






THE BIG SMOKE Merchandise 
Columbus to Chicago 









THE PEERLESS Merchandise 
Pittsburgh to Chicago 






THE HUMMER Merchandise 
Pittsburgh to St. Louis 






THE STANDARD Merchandise 
Pittsburgh to Detroit 






PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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thirty years. The Canadian market is growing and it is only 
natural that we should bring in an increasing amount of fruit.” 

The new service of the United Fruit Company, which is to 
be started about May 1, is to be operated by three steamers 
at first, when the new tariff of 50 cents a bunch on bananas 
imported through other than Canadian ports or shipped from 
other territory than the British colonial possessions will become 
effective. : 

At the same time Canadian National Steamships will start 
its new service out of Hailfax in the winter and Montreal in 
the summer to Bermuda, Nassau, Kingston and Belize, with 
sailings every three weeks. This service and another operating 
to the eastern West Indies, Trinidad and Demerara have been 
started in accordance with the provisions of the Canada-West 
Indies trade agreement. 

This agreement is for a period of twelve years and is in 
line with principles of the empire preference plan, which is 
intended to protect and develop trade among the various divisions 
of the British empire. The agreement provides that Canada 
shall admit from Jamaica, the Bahamas, British Honduras, Trini- 
dad and British Guiana bananas, sugar, spices, cocoa beans 
and other agricultural products under a tariff not more than 
one-half the general tariff on these products. 

In return, the islands will give Canada tariff preferences 
on flour, meats, fish, boots, cement, condensed milk and other 
exports. 

For the maintenance of the Canadian National Steamships 
service between Canadian ports and the eastern West Indies, 
the islands are to contribute £29,000 a year and the Canadian 
government will control the freight rates. This service will 
have fortnightly sailings of passenger, mail and cargo ships. 

For the service from Canadian ports to Bermuda, Nassau, 
Kingston and Belize, the islands are to pay an annual subsidy 
of £18,000. 

H. H. Pierson has resigned as district freight agent of the 
Dollar Line to join the Williams, Diamond & Co. staff, presuma- 
bly to handle the inbound service of the States and Tacoma 
Oriental. A. A. Moran, former freight traffic manager of the 
Dollar Line, who has been handling these ships for Sudden and 
Christensen, remains with his company. 

The realignments are an outgrowth of, or at least associated 
with, the consolidation deals in the intercoastal trade in which 
K. D. Dawson, vice-president and general manager of the States 
Line, has been prominent. With the seven original vessels in 
the Quaker Line, the four purchased by Mr. Dawson from the 
California and Eastern Steamship Company and the three— 
Peter Kerr, Eastern Knight and Jefferson Myers—to be with- 
drawn from the Arrow Line, the Quaker Line will have a total 
of fourteen ships. Besides this, Mr. Dawson is reported to 
have an option on three steamships owned by the Babcock 
Angel Lumber Company and operated in the Williams Line 
service, which he may acquire when their operating period with 
the Williams Line is concluded. . 


Joseph Scott, general manager of the Transmarine Line, 
returned from a six weeks’ tour of the Guif and Pacific coast 
offices of the line, was the guest of honor at a dinner given 
in the Newark Athletic Club by the office staff, officials of the 
city of Newark and a group of newspaper men. Mr. Scott re- 
ports that all indications point to the coming year being the 
turning point in the intercoastal trade. Things are shaping up 
very satisfactorily in the Pacific lumber trade and other 
branches of the service, he said. Reorganization of the Gulf 
Intercoastal Conference and approaching stabilization of the 
lumber trade, he said, are bound to make for greater prosperity 
among the steamship lines. 


J. Howland Gardner, formerly vice-president of the New 
England Steamship Company, has been made president of the 
company, which has heretofore been headed by the president 
of the New York, New Haven & Hartford Railroad Company, 
of which it is a subsidiary. 


PANAMA CANAL TOLLS 


Whether the general level of Panama Canal tolls should 
be lowered, and if so, to what extent, should not be decided 
without an extensive investigation of the factors involved, 
“and particularly the probable effect on rail competition,’ says 
John Nicolson, director of the bureau of traffic of the Shipping 
Board, in a statement elaborating on his discussion of the 
Panama Canal made at the recent national merchant marine 
conference. 

“The present tolls,” says Mr. Nicolson, “are substantially less 
than the tolls for transits through the Suez Canal, hence the 
competition of that waterway does not demand a reduction, 
unless there are voyages which may be reasonably taken by 
either canal, but with a difference in mileage in favor of Suez, 
which difference of mileage might be offset if the Panama Canal 
tolls were made sufficiently low. 

“Whether a reduction would more rapidly develop commerce 
between the east and west coasts of North and South America 
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deserves inquiry. Under these circumstances an 
not expressed on the general question.” 

Mr. Nicolson says whether American vessels 
exempt from payment of tolls is a controversial questi 
determined, if it should again arise, by congression 
In his judgment, says he, based solely on economic f 
on correct principles relative to government aid to ou 
shipping, “American vessels should not be exempte 
when operating in the coastwise trade.” 

Review of the financial results of operation of the 
Canal is made by Mr. Nicolson who says that, from 
mercial point of view, as well as a factor in our national defenge 
the canal is a great success, not only as an instrument ip the 
commerce of the world but as a financial investment, and that 
in these circumstances, the question arises whether the tolls 
should be reduced. 

Pointing out that problems of policy are involved, Mr 
Nicolson says that one of them is the relation of Panama tolls 
to the transcontinental rail lines. 

“Not only are railroads effectively prevented from control 
of the water rates,” says he, “but they now complain (and the 
complaint is not without merit), whereas the intercoasta] water 
rates are, in their main aspects, free from government regula- 
tion, transcontinental railroads are not similarly free to quote 
intercoastal rates, in competition; certainly not unless their 
respective line-haul rates, between intermediate points, are 
within the intercoastal rate. 

“This handicap is reflected in the high percentage of empty 
cars which are pulled westward. Eastbound traffic has to be 
accommodated, and railroads are confronted with the fact that 
sufficient return freight is not available to fill these cars when 
returning westward. It is stated nearly one-half of the west- 
bound cars travel empty. This high percentage includes refrig- 
erator cars which have carried perishable freight eastward, 
but are not suitable for ordinary westbound freight, even when 
such freight is available.” 

Reference is made to the unsuccessful efforts of the trans- 
continental lines to obtain from the Commission fourth-section 
relief in order that they may quote lower rates between the 
Atlantic and Pacific coasts than to intermediate points. He 
says the rail lines, in any event, would not be permitted to 
quote a rate as low as the water intercoastal rate but that the 
rail lines do not deem that necessary—that they seek only a 
rate sufficiently close to the water rate to attract a larger share 
of the traffic than they at present obtain. A differential should 
exist, of course, says he, in favor of the water route, because 
of the longer time and greater risk incident to transportation by 
water. 

“The relation of canal tolls to this competition of the rail- 
roads with intercoastal vessels is obvious,” he continues. “Not- 
withstanding their present disadvantage in this competition, rail- 
roads are transporting substantial volumes of transcontinental 
freight, but this amount will be further diminished if the inter- 
coastal water rate is made less, as the result of a reduction in 
the canal tolls. 

“If mathematical terms were applicable, I would say a ‘corol- 
lary of this rail-water competition is the complaint of cities of 
the mid-west that the development of intercoastal water trans- 
portation has seriously reduced their wholesale trade as dis- 
tributing centers. Take Omaha, Nebraska, as an illustration. 
Her merchants carry heavy stocks to supply retailers in cities 
farther west, and formerly the retail territory thus supplied ex- 
tended to the Pacific coast. 


“The development of intercoastal water traffic has seriously 
impaired this wholesale business, not only because the cities of 
the west coast now obtain their supplies direct from eastern 
United States, but these in turn have become centers of distri- 
bution from which interior cities of the far west are in turn sup 
plied. The result is favorable for the retailer of the interior— 
and, presumptively, it is therefore favorable to the consumers, 
but it is quite the reverse for the mid-west wholesaler. This 
condition is perhaps the reason, at least in part, why the rail 
roads have been granted their ‘Fourth Section Applications’ re 
ferred to above. It seems entirely human that such an interior 
wholesaler would not approve rail rates to points farther west 
lower than rates to his own city—however meritorious the grant 
of the lower rate to railroads might be, in their relation to 
water rates. 

“In so far as these conditions result from normal processes 
of transportation it is a question whether they should not be 
accepted as an evolution in national transportation. If resulting 
partly from government aid to steamships in the service, whether 
by exemption of tolls or otherwise, the picture presented is quite 
different, from the viewpoint of the taxpaying wholesaler of the 
mid-west. We are presenting an analysis of the situation, and 
not expressing an opinion on the points presented.” 

. Mr. Nicolson discusses other phases of the Panama Canal 
toll problem relating to the payment of the same or different 
tolls by foreign and American vessels, treaty obligations of the 
United States with respect to the canal, and the method of com 
puting tolls. 
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Turn this 


“overhead” 


into a 


1007 


investment 


Do you realize that“Cor- 
respondence” is a big item 
of your office overhead? 


And, do you know that 
the thousands of Ediphones 
adopted for dictation by 
firms all about you pay 
100% on the investment 
every year? 

This is enough general 
proof that the ceremony of 
two persons over a note- 
book in dictating a letter is 
certainly very wasteful — 


and old fashioned. 


Let us prove this at your desk. 
Telephone “The Ediphone,” 
your City, and ask for the book 
‘An Easy Way to Chart Your 
Correspondence.” 


Ask for Travel Service 


THOMAS A. EDISON, Ine. 


ORANGE, N. J. 





Radio Program Monday Evenings 





IMPORTS 


_. AT 
Port of Houston 


Just a few listed, but they show 
the diversified classification of 
goods handled at this port. 


From Belgium— 


Asbestos Goods 
Cement 
Earthenware 
Glass 
Hair 
Hardware 
Pipe 
Structural Steel 
Germany— 
Canned Goods 
Cordage 
Corkboard 
Cotton Piece Goods 
Crockery 
Hardware 
Paper 
Potash 
Saltpetre 
Steel 
Holland— 
Chemicals 
Cordage 
Crockery 
Hair 
Garden Seed 
Grass Seed 
Asbestos Shingles 
Ties and Hoops 
India— 
Bagging 


Hessian Cloth 
Pig Iron 
Tea 


Then thousands of tons of miscellaneous 
goods from—ltaly, Spain, British Isles, 
France — and most every corner of the globe. 


The Port of Houston is the logical port 
of entry to the Great Southwest Empire. 
Its facilities for handling every nature 
of cargo are unexcelled. Its rail trans- 
portation is of the best. 


em 680) em 


Write for FREE copy of the 


PORT BOOK 


mm (050 mmm 


Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


HOUSTON - - TEXAS 
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LOAD LINES FOR U. 8S. VESSELS 


The Trafic World Washington Bureau 


Consideration of the bill (S. 1781) as amended by the House 
committee on merchant marine and fisheries, providing for es- 
tablishment of load lines for American vessels, in the House this 
week, developed that there was opposition to provision in the 
measure. 

Chairman White, of the House committee, explained that 
the load line was a mark placed on the hull of a vessel below 
which it was unlawful or should be unlawful to submerge that 
vessel. Establishment of load lines, said he, was necessary for 
safety of the ship, the crew and the cargo. He said the United 
States had enacted no load line law but that every other princi- 
pal maritime nation had done so. 

As the, bill passed the Senate it related only to vessels of 
250 tons or over, engaged in foreign trade. Mr. White explained 
that, as amended, the measure applied to the coastwise trade of 
the United States, except that vessels on the Great Lakes, 
barges, and lumber schooners operating to.and from territory 
contiguous to the United States were exempted. - 

Representative Lehlbach, of New Jersey, said the bill was 
reported “without having behind it the complete satisfaction of 
any member of the committee that I know of.” He thought the 
exemptions provided were “most illogical.” 

“Why on earth are we legislating about the coastwise trade 
when there is no present emergency with respect to that at all?” 
asked Mr. Lehlbach, adding that the sensible thing to do would 
be to pass the bill as it was approved by the Senate. 

Representative Peery, of Virginia, favored the bill as it 
passed the Senate. Representative Welsh, of Pennsylvania, 
regretted the committee “has seen fit to engraft on the Senate 
bill any regulation concerning our coastwise shipping.” 

The House February 21 passed the load line bill. Because 
of amendments to the bill as reported from the House com- 
mittee, however, the action was not final, and the Senate will 
have to act on the bill 


SPLIT DELIVERY CASE 


Counsel for the Associated Jobbers of Los Angeles, com- 
plainant in No. 45, the split delivery case pending before the 
Shipping Board, and the chambers of commerce of San Fran- 
cisco and Tacoma, interveners, in their brief filed with the 
board, ask the board to find that the split delivery practice, 
under which carload rates are applied by intercoastal lines to 
shipments that originate at Atlantic and Gulf ports as carloads 
but are split-delivered between Pacific coast ports of discharge 
in less than carload quantities, is unjust and unreasonable and 
that respondents be ordered to cease and desist from observing 
the practice. 


The board is further asked to determine and prescribe as 
a just and reasonable practice application of the contemporane- 
ous less than carload rates maintained by respondents to all 
less than carload traffic, whether split-delivered shipments or 
straight less than carload shipments are involved. 


“If, however,” counsel continue, “in the opinion of this 
honorable board, the carload rates be deemed sufficiently com- 
pensatory to cover the of record extra handling and on-carrying 
services entailed by split delivering which are not entailed in 
transporting and delivering straight carloads, then your com- 
plainants ask that this honorable board shall find the carload 
rates for service performed in handling straight carloads from 
one port of origin to one port of destination unjust, unreason- 
able, and excessive, and that an order issue commanding these 
respondents, and each of them, to establish and maintain just 
and reasonable maximum rates upon said straight carloads so 
related to the contemporaneous applied to split-delivered traffic 
that the rates upon said split-delivered traffic shall exceed the 
rates maintained upon straight carload traffic by not less than 
fifty per cent.” 

Counsel say the complainant is supported by large commer- 
cial organizations of the Pacific coast; that the United States 
Intercoastal Conference, representing practically all the inde- 
pendent steamship lines operating between Atlantic and Gulf 
ports and the Pacific coast, of record, is equally opposed to the 
practice complained of, and that the burden of defense is “as- 
sumed by two lines, the Argonaut and the Isthmian, both proprie- 
tary carriers of the United States Steel Corporation.” 

Counsel for the American Hawaiian Steamship Co., Arrow 
Line, California & Eastern Steamship Co., Dollar Steamship 
Line, Luckenbach Steamship Co., Inc., Munson McCormick Line, 
Ocean Transportation Co., Inc., Quaker Line, Transmarine Cor- 
poration, and Williams Steamship Co., Inc., in a memorandum, 
say that the record does not contain any evidence sufficient to 
enable the board to prescribe the excess amounts that should 
be charged over the carload’rates in cases of split delivery. 

“We therefore submit that the board should order the dis- 
continuance of split deliveries at carload rates, and that the 
present tariff differential (between carload and less than ecar- 
load quantities) should be left undisturbed,” they conclude. 

Counsel for the lines named say that the proof clearly 
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brought out by counsel for the Argonaut and Isthmian 
that shippers consider split delivery service valuable justig, 
the conclusion that it should be paid for. es 


OCEAN AGREEMENTS APPROVED 


Modification of the agreement of carriers operating in th 
intercoastal trade approved by the Shipping Board May 4 
1927, was approved by the board February 19. The Changes in 
the agreement follow: 


Distribute the pooled freight earnings of the lines each th; 
months instead of semi-annually as at present provided. - 

Increase the service premium when the average freight rat 
of the ‘‘A’’ lines in any one month is $16.50 or more per ton. Under 
the existing agreement the service premium of the ‘‘A” lines jg $4 nal 
ton regardless of the average freight rate per ton computed semi. 
annually, the balance to be contributed to the pool which js par. 
ticipated in by two other groups of lines designated as “B” anq “qm 
lines. The proposed modification provides for monthly computation 
of average freight rates of the ‘‘A” lines and increases the Service 
premium to $4.51 when the average rate is $16.50 to $16.51 per ton 
with an increase of one cent in the premium for each one cent in- 
crease in rate up to $17 per ton. Beginning with $17 the Service 
premium is to be thirty per cent of the average rate subject to a 
minimum contribution to the pool of $12 per ton. 

Provide for membership in the conference of carriers not de- 
siring to participate in the pooling arrangement included in the 
agreement. 


Agreements approved by the board February 19 follow: 


Luckenbach Steamship Co. with Cuyamel 
Line, Standard Fruit & Steamship Co. (Vacarro Line) and United 
Fruit Company: Arrangement covering through movement of ship- 
ments from United States Pacific coast ports to Colombia, Costa 
Rica, Jamaica and Mexico, transhipment New Orleans. Commodi- 
ties involved, through rates, divisions thereof, ports of destination 
and conditions are to be as set forth in Pacific Coast-Gulf Eastbound 
Outport Minimum Rate List No. 1, supplements to or reissues thereof. 
This agreement is proposed to supersede a previous agreement be- 
. oe same parties (No. 684) approved by the board September 
25, 1928. 

Bull Insular Line, Inc., with America France Line: Through 
billing arrangement covering shipments of general cargo from Havre 
to San Juan and other Porto Rican ports, apportioning the through 
rates, which are based on direct line rates, 3/7ths to America France 
and 4/7th to Bull Insular, latter to absorb cost of transhipment at 
New York. 

Luckenbach Steamship Co., Inc. with Cuyamel Fruit Company, 
Munson Line, Standard Fruit & Steamship Co. and United Fruit 
Company: Covers through movement of shipments from United 
States Pacific coast ports to Cuba, transhipment New Orleans. Com- 
modities involved, through rates and divisions, ports of destination 
and conditions are to be as set forth in Pacific Coast-Gulf West In- 
dies Eastbound Minimum Rate List No. 2, supplements to or re- 
issues thereof. This agreement is proposed to supersede agreement 
between the same parties (No. 685) approved by the board October 
2, 1928. 

An agreement among carriers operating between Gulf ports and 
Pacific coast ports of the United States and Canada and between 
Gulf ports and Alaska. The parties agree to maintain freight rates 
and other charges in accordance with rates, divisions, charges, and 
rules and regulations adopted by the conference. Unjust discrimina- 
tion against or discounts, payments, rebates or returns to shippers 
or receivers of cargo, and payment of brokerage are prohibited. Any 
proposal in respect to conference action not favorably acted upon 
within fifteen days by the conference may be submitted by the pro- 
ponent thereof to the executive officers of the other members. If 
not approved by such executive officers within fifteen days the pro- 
ponent may put such proposal into effect upon forty-five days’ writ- 
ten notice. : P 

Breaches of the agreement will subject the offending carrier 
to the payment of liquidated damages in the sum of four times the 
amount of freight monies or other compensation which the party 
committing the breach should have charged and collected. Dis- 
putes as to-breaches of the agreement and damages resulting there- 
from are to be submitted to arbitration in accordance with addendum 
to the agreement and the laws of the state of California. Parties to 
the agreement may be eliminated for breach thereof, and any per- 
son, firm or corporation engaged in the trade may become a party 
by majority vote of the members. Any member may wtihdraw upon 
four months’ written notice. Provision is also made for meeting with 
other approved conferences for the purpose of discussing and agree- 
ing upon matters of mutual interest, but no such agreement = 
the purview of section 15 is to become effective until approved by 
the board. 


Fruit Co., Munson 


PANAMA CANAL TRAFFIC 

Vessels of 23 nationalities made up the total commercial 
traffic through the Panama Canal in 1928, according to the 
Panama Canal Record. ; 

Of the total, 41.8 per cent were vessels of the United States, 
28.7 per cent were British, and the remaining 29.5 per cent were 
distributed among the other 21 nationalities. 

Of the total tolls of $26,375,962.41 collected on commercial 
transits in 1928, $11,933,682.74 was paid by American flag = 
sels, $8,014,548.86 by British vessels, and the remainder bY 
vessels of other nationalities. 

New high records were established at the Panama Canal 
in January when 603 commercial vessels transited the canal 
and $2,502,815.12 in tolls were collected on such transits, a 
cording to the canal management. The number of commercl 
transits established a new high record for a month, exceeding 
by 14 the previous records of 589 in December, 1927. The tolls 
exceeded by almost $60,000 the previous record of $2,443,029.89 
established in December, 1928. 


In the first seven months of the fiscal year 1929, ee 
there were 59 fewer commercial transits and $278,474.74 les 
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GENERAL ELECTRIC COMPANY, SCHENECTADY, N. Y., SALES OFFICES IN PRINCIPAL CITIES 
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Electrified dumpers 


for economy andspeed 


_ These grain-car dumpers are easy to 
operate—and the cost of dumping a car 
is very small as compared with other 
methods. An unloading speed of six or 
more cars per hour is easily maintained, 
and results in rapid turnover of grain, 
with its accompanying savings. 











































Three G-E motors furnish the power— 
one for clamping, another for side-tilt- 
ing, and a third for end-tilting. The 
control is magnetic and semi-automatic 
—and it is so interlocked as to insure 
safety to men and equipment. 


The economies effected by G-E Motor- 
ized Power on dumping equipments are 
worth investigating. Your nearest G-E 
Office is always ready to supply com- 
plete information. 






Richardson Engineering Co. 

&rain-car unloader in plant of 
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G-E 10-hp. slip-ring in- 
duction motor operating 
side-tilt motion 


fotorized Power 
~fitted to every need 
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tolls, a decrease of between 1% and 2 per cent, as compared 
with the first seven months of the fiscal year 1928. 

Ninety-nine tank ships transited the canal in January on 
which $468,542.16 in tolls were collected. 


WORLD SHIPPING IMPROVING 


Basic conditions in the shipping industry refiect substantial 
improvement, the Department of Commerce states on the basis 
of an analysis made by A. E. Sanderson, of the transportation 
division of the department. : 

Expanding overseas trade is providing employment for more 
and more laid-up tonnages, rising freights are rendering profit- 
able operation less difficult, and with moderation in shipbuild- 
ing, it is likely that this progress will be sustained, according 
to Mr. Sanderson. 

“The third quarter of 1928 witnessed a check in the decline 
of full-cargo freights, which decline had set in as the stimulus 
of the British coal strike wore off,’ said he. “Moreover, the 
fourth quarter witnessed not only the continuance of that check, 
but a substantial gain as well. It is believed probable, there- 
fore, that these freights have reached the end of their latest 
slump.” 





BOARD SELLS VESSEL 


Sale of the West Lianga, a steel cargo vessel of 8,543 dead- 
weight tons, to the Los Angeles Steamship Company for $100,- 
000, was approved by the Shipping Board February 19. The 
terms of sale are 10 per cent cash and the balance to be paid 
in ten years. 

The purchaser plans to overhaul and recondition the ves- 
sell and use it in the intercoastal trade on the Arrow Line. 
In this service the West Lianga will replace vessels recently 
withdrawn by the K. D. Dawson shipping interests for trans- 
Pacific operation. 





GUARANTY AND WATER LINES 


A minority report on S. 3723, the bill amending section 209 
of the transportation act for the purpose of enabling the Mer- 
chants & Miners Transportation Company to press a claim for 
a guaranty payment for the first six months after the end of fed- 
eral control, has been filed by nine members of the House com- 
mittee on interstate and foreign commerce which recently sub- 
mitted a favorable report on the bill. The objecting members 
are Newton, of Minnesota; Mapes, of Michigan; Hoch, of Kan- 
sas; Robinson, of Iowa; Garber, of Oklahoma; Rayburn, of 
Texas; Huddleston, of Alabama; Shallenberger, of Nebraska, 
and Crosser, of Ohio. The minority report said that such car- 
riers as the Merchants company were clearly excluded by the 
provisions of the transportation act from the guaranty provisions. 

Passage of the bill, it was contended, would open the way 
for the Merchants & Miners to press a claim for about $800,000. 
The minority did not believe that the question ought to be 
opened by Congress and asserted that other water carriers not 
covered by the proposed amendment would seek additional legis- 
lation to take care of them if the bill were passed. 


NICARAGUAN CANAL 


Another effort on the part of Senator Edge, of New Jersey, 
to obtain action on the joint resolution (S. J. Res. 117) pro- 
viding for an investigation and survey with respect to the pro- 
posed. Nicaraguan canal came to naught in the Senate when 
Senator Hawes, of Missouri, objected to a proposal that debate 
on the resolution be limited. 


INTER-AMERICAN HIGHWAY 


The Secretary of State is authorized to cooperate with 
members of the Pan-American Union in making surveys with 
respect to the building of an inter-American highway under 
joint resolution 355, passed by the House. A report is to be 
made to Congress of the results of the surveys. 

Representative Cole, of Iowa, said it was hoped that an 
automobile highway or highways would be constructed that 
would ultimately connect all the countries of the western hemi- 
sphere from Canada to Patagonia. 

Pyke Johnson, executive director for the Pan-American 
Confederation of Highway Education, said Mr. Cole had coined 
a phrase, “Southward Ho,” that might be accepted as the slo- 
gan for the movement. ‘ 

“‘Southward Ho’ will be to our generation what ‘Westward 
Ho’ was to the generations that preceded us,” said he. 


D. & H. CORPORATION OFFICIALS 

Leonor F. Loree and other officials of the Delaware & Hud- 
son have been authorized by the Commission to hold positions 
with the Delaware & Hudson Railroad Corporation. The Dela- 
ware & Hudson Company and the Delaware & Hudson Railroad 
Corporation, in Finance No. 7359, asked authority to tranfer 
D. & H. transportation properties to the corporation, a new 
company. (See Traffic World, Jan. 19, p. 182.) 
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DOINGS OF THE TRAFFIC CLUBg 


The annual meeting of the Associated Traffic Club 
America will be held in New York April 10 and 11 at the te” 
Central Hotel, the home of the Traffic Club of New Yous 
meeting of the board of directors will be held the same et 
April 9. 


The speaker at the annual dinner of the Traffic Clyp 
Chicago, February 28, will be George E. Vincent, president : 
the Rockefeller Foundation. of 


The Traffic Club of Kansas City has officially designateg 
Dr. James W. Fifield, lecturer and traveler, as traveling re 
resntative of the organization. A joint meeting was helq vn 
the Advertising Club of Kansas City at the Hotel Baltimore 
February 18. Miss Mary Tucker, “courier,” spoke on “Indian 
Detour Country.” 


Frank O. Curtis, traffic manager, Blake, Moffitt and Towne 
Paper Company, was elected president of the Portland ((fe) 
Industrial Traffic Club at the annual meeting January 7. He 
was born June 5, 

1890, in Manasquan, 

Monmouth County, 

New Jersey. He no 

doubt inherited some 

of his desire to fol- 

low traffic and trans- 

portation, as his 

father was a _ sea 

captain, being a 

skipper of sailing 

vessels before the 

giant ocean liners of 

today were floating 

the high seas. He 

received his gram- 

mar and high school 

education in the pub- 

lic and high schools 

of Manasquan, being 

graduated from high 

school in 1909, after 

which he and his 

mother went west 

and selected Port- 

land for their per- 

manent home, where 

he entered business 

college. On October 

30, 1910, he took a 

position as cashier 

with his present employer. As his house had not established 
a traffic department, he suggested to his superiors that such 
a department be established, and in 1913 he was made traffic 
manager and established a department, which has been under 
his supervision since that time. He is a charter member of 
the Portland Industrial Traffic Club and has served in the 
capacity of treasurer and director and in other offices and on 
committees since its organization in 1921. He has taken an 
active part not only in the transportation affairs of Portland 
but of the state as well. 


The Traffic Club of New York held its twenty-second annual 
dinner at the Commodore Hotel February 21. George H. Hich- 
born, general iraffic manager, United States Rubber Company, 
president of the club, presided. The Rev. James E. Freemat, 
Bishop of Washington, D. C., was the principal speaker.‘ In- 
cluded among the guests were eight presidents of railroads and 
transportation agencies, as well as the heads of numerous large 
industrial concerns. Over 2,000 in all were present. 

The Traffic Club of St. Louis held a luncheon at the Hotel 
Jefferson February 18. John L. Bracken, superintendent of 
schools, Clayton, Mo., was the speaker. “Chevrolet Day” will 
be observed February 25. 


The Indianapolis Traffic Club held its first noon luncheon 
of the year at the Severin Hotel February 21. Standing com 
mittees were anneunced and there was a round table discussiol. 


The Transportation Club of Decatur held a meeting at the 
Decatur Club February 21. C. D. Morris, assistant to the chal 
man, Western Railways’ Committee on Public Relations, Chi- 
cago, spoke on “The Evolution of Railroading.” He reviewe 
the development of the steam railroads and, touching on the 
generally satisfactory nature of existing service, credited the 
shippers’ advisory boards with being one of the important col 
tributors to that. The annual meeting will be held March 21, 
at which Fred W. Sargent, president of the C. & N. W. will 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 


Between the Gulf of Mexico 


and California Ports ST. LOUIS 


Fred D. Royce 
1618 Arcade Bldg. 
Phone CHestnut 4107 


CHICAGO 


Ray F. Thompson 
2118, 105 W. Adams St. 
Phone Franklin 3774 


The fleet of THE REDWOOD LINE is 
composed of the steamships 


Abron, Dochet, Sabotawan, 
Manhattan Island and Dio, 


all identical in size and type. They are 
all steel oil burners and carry the highest 
rating for insurance purposes. These 
vessels are 396 feet in length, 52 feet 
beam, 7700 tons dead weight and have 
a cargo capacity of 6500 tons. 


All cargo can be stowed 
under and between decks 


BIRMINGHAM MOBILE 
H. B. Rox NEW YORK Wm. Gorman 


201 Brokers Bldg. H. E. Devoy 206 State Office Bldg. 
Phone 8-5266 7-11 Water Street Phone 4214 


SAN FRANCISCO LOS ANGELES 


L. B. Fitch 
E. M. Cantelow 
Western Traffic Manager 815 Pacific Electric Bldg. 
1 Drumm Street 


REDWOOD LINE, Inc. 


A DEPENDABLE COMPANY 


General and Local Offices Located: 


1421 New Orleans Bank Building - - - 226 Carondelet Street 
NEW ORLEANS 
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be the principal speaker. The educational committee, under the 
direction of Chairman J. E. Dooley, traveling freight agent, 
Wabash, is holding traffic study classes every Thursday evening. 


Theo. Davis, now elected president of the Cincinnati Traf- 
fic Club, had been serving the unexpired term of the late 
George Krause, Jr. His entire business life has been devoted 
to transportation .- 
work. He started as | 
stenographer in the 
office of the Erie 
Despatch at Colum- 
bus, Ohio, in 1900, 
and was promoted 
to soliciting agent, 
traveling agent, and 
later agent at Col- 
umbus. Since 1910 
he has been engaged 
in handling traffic 
for the hardwood 
lumber producers 
and wholesalers in 
the Appalachian ter- 
ritory, excluding the 
period of the World 
War. During that 
period he was con- 
nected with the In- 
land Traffic Service, 

War Department, 

stationed at Colum- 

bus, Ohio, and Camp 

Knox, Ky. He was 

one of the organiz- 

ers and first general 

chairman of the Ohio 

Valley Shippers Advisory Board, serving in that capacity for 
three years. He is now secretary-manager of the Lumber Traf- 
fic Association, and general agent of the Nelson Steamship 
Company, intercoastal service. His campaign for membership 
in the club resulted in 123 additions to the roll with a prospect 
of further increasing the membership this year. 


The Junior Traffic Club of St. Louis held a traffic conference 
at the Warwick Hotel February 19. P. Hanson, of the Southern 
Railway, spoke on “The Southeastern Cases.” 


The Traffic Club of Pittsburgh will hold its twenty-eighth 
annual dinner at the William Penn Hotel March 7. Ivy Lee, 
of Ivy Lee Associates, New York, will speak on “Our Foreign 
Policy and Export Trade.” J. C. Gross, assistant general traffic 
manager, Pittsburgh & West Virginia, president of the club, 
will give the address of welcome. W. F. Morris, Jr., general 
traffic manager, Weirton Steel Company, will be toastmaster. 
The humor of the evening will be provided by F. L. Madden, of 
St. Paul. H. H. Smith, traffic manager, American Sheet and 
Tin Plate Company, and D. M. Crawford, general agent, Cana- 
dian Nation-Grand Trunk, are in charge of arrangements. 


The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club February 20. Officers were to be 
elected and the chairmen of committees made their annual 
reports. 


The Traffic Club of New Orleans held a meeting at the 
Roosevelt Hotel February 18. C. B. Clairborne, vice-president, 
Whitney Central National Bank, spoke on “Community Tax.” 


The Cincinnati Traffic Club held its annual dinner February 
12. William Green, president, American Federation of Labor, 
was the principal speaker. Col. Henry M. Waite, chief engineer, 
Cincinnati Union Terminals, discussing the terminals, illustrating 
his talk with slides. The following officers have been elected: 
President, Theo Davis, secretary-manager, Lumber Traffic Asso- 
ciation; first vice-president, George H. Kerr, freight traffic man- 
ager, Southern Railway; second vice-president, R. B. Phillips, 
traffic manager, Procter & Gamble Company; third vice-president, 
R. C. Bernard, general agent and superintendent, Pennsylvania. 


The Traffic Club of Wichita held a meeting at the Wichita 
Club February 21. A dinner dance will be held at the Green 
Parrott March 14. 


The Birmingham Traffic and Transportation Club held its 
annual election and banquet February 14. There was an at- 
tendance of 350. The speakers were as follows: Charles A. 
Liddle, president, Pullman Car and Manufacturing Company, 
Chicago; Charles A. Stillman, vice-president, Goodyear Tire and 
Rubber Company, Akron, O., and D. W. Daniel, Clemson College, 
South Carolina. The following officers were elected: President, 
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R. A. McCaffrey, assistant traffic manager, United States Cast 
Iron Pipe and Foundry Company; first vice-president B. M: 
Angell, industrial traffic manager; directors, J. C. Taylor traffic 
manager, Alabama Power Company; A. W. Vogtle, traffic man- 
ager, DeBardeleben Coal Corporation; Burt Henshaw traffic 
manager, the Barrett Company; E. P. Kidd, secretary-treagurer 
Farmers’ and Ginners’ Cotton Oil Company; A. S. Lucag gen. 
eral agent, Mississippi Central and Louisiana @ Ar sea 
L. T. Thoman, division freight and passenger agent, M. K. & T: 
C. H. Robertson, commercial agent, C. & E. 1, and R. C, Reta 
superintendent, A. G. S. J. W. Williams, general agent, Mig. 
souri Pacific, and J. E. Springer, assistant traffic manager, 
Frisco, were tied for second vice-president. At a special meet. 
ing February 15 the officers of the outgoing and incoming ad. 
ministrations decided that each of these two should hold offies 
for six months, Mr. Williams to fill the position the first gix 
months, beginning March 1. 

The Transportation Club of St. Paul held a luncheon at the 
Union Depot dining room February 19. There was a program 
of entertainment. 


| Personal Notes 

e- -  - 
John J. Pelley, president of the Central of Georgia, has 

been elected president of the N. Y. N. H. & H., succeeding . 

E. J. Pearson, who died. Albert E. Clift, vice-president of the 

Illinois Central, has been elected president of the Central of 


Georgia, succeeding Mr. Pelley. Both appointments are effec. 
tive March 1. 


T. Noel Butler, who was elected president of the: Traffic 
Club of Philadelphia February 11, was born in that city March 
9, 1889. He is traffic manager of Wistar, Underhill, and Nixon, 
manufacturers and 
wholesalers of lum- 
ber, and also has 
charge of sales. He 
has been employed 
by that company 
since 1903, when he 
obtained a job as 
office boy. He has 
been identified with 
traffic since 1907. He 
left school at the 
age of thirteen, but 
has attended the 
Palmer Business 
School, Philadelphia, 
at night, and took 
a course in traffic 
with the LaSalle 
Extension Univer- 
sity. He is a char- 
ter member of the 
Traffic Club of Phil- 
adelphia, and has 
been vice-president 
and member of the 
board of directors a 
number of times. He 
has been a director 
of the National 
Industrial Traffic 
League for a number 
of years, was a member and chairman of the demurrage and 
storage committee of that organization several years, is a mem 
ber of the transportation committee of the Lumbermen’s Ex: 
change of Philadelphia, for the last thirteen years has been 
secretary of the Commercial Traffic Managers of Philadelphia, 
is a member of the executive committee of the latter, and, dur 
ing the war, was a member of a number of emergency trans 
portation committees. He is married and has four children, 
and says his favorite outdoor sports are baseball and hiking,. 
but that he expects to take up golfing and bridge when he gets 
old. 


H. B. Walker, former president of the Old Dominion Line 
and one of the leaders in the drive for the enactment of 
Jones-White bill, was unanimously reelected president of 
American Steamship Owners’ Associatfon at the annual meeting 
at New York. H. W. Warley, vice-president, Ore Steamship 
Company, subsidiary of the Bethlehem Steel Corporation, was 
unanimously elected chairman of the association to sue 
Gale H. Carter, president of the Grace Line. J. D. Tomlinsoa, 
vice-president of the American Steamship Hawaiian Line, was 
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elected vice-chairman. 
treasurer. 

The Luckenbach Steamship Company has announced the 
promotion of A. W. Smith from its San Francisco office to assist- 
ant district freight agent at Los Angeles, under - Harry 
Ewing, succeeding J. G. Maddux, who went to the American- 
Hawaiian Steamship Company. 

H. H. Pierson, district freight agent of the Dollar Line at 
San Francisco, has resigned to accept another connection. He 
is a former vice-president of the Pacific Traffic Association. 

J. M. Zakariasen, the new president of the Milwaukee Traffic 
from high school. In 1911 he left the Erie to become chief 
Club, was born September 21, 1888. His first railroad position 
was that of stenographer in the offices of the Erie at Milwaukee, 
which he took in June, 1907, shortly after being graduated 
clerk with the Monon at Milwaukee, which position he held 
until September, 1914, when he became chief clerk, Northern 
Pacific, at the same place. He was promoted to soliciting 
freight agent February 1, 1916, which position he held till about 
a year ago, when he was made city freight and passenger agent, 
which is his present title. He has been a member of the Mil- 
waukee Traffic Club since 1916, and for the last five years has 
been a member of various committees. He was third vice- 
president in 1927 and second vice-president in 1928. 

Alfie E. Johnson, chief clerk in the freight traffic depart-- 
ment, western region, Pennsylvania, has been promoted to divi- 
sion freight agent at Altoona, Pa. ' 

E. L. Dalton has been appointed vice-president in charge 
of traffic of the American Radiator Company, Chicago. 

The Baltimore and Ohio Railroad Accounting association 
has elected the following officers: President, William R..Hearit; 
vice-president, E. Frank Thomas; secretary, Ethelbert Hall; 
treasurer, Joseph T. Maloney. 

James Corrigan, who has been with the Minneapolis, St. 
Paul & Sault Ste. Marie forty-three years, twenty-one of which 
as agent at Chicago, has been retired from active service at 
his request. J. W. Hancock has been appointed agent at Chi- 
cago to succeed him. 


R. J. Baker was reelected secretary- 


GLASSWARE TRANSPORTATION COMMITTEE 


Plans for the formation of the Transportation Committee of 
the Illuminating Glassware Guild, the purpose of which is to 
“handle matters with the carriers on behalf of the industry 
and to keep the members fully informed on all transportation 
matters which affect them,’ have been approved and a com- 
mittee, with J. C. Davie, traffic manager, Gill Glass and Fixture 
Company, Philadelphia, Pa., as chairman, was instructed to 
proceed with the formation of the organization. J. W. Hoak, 
MacBeth Evans Glass Company, Charleroi, Pa., and W. M. Vail, 
Phoenix Glass Company, Monaca, Pa., acted with Mr. Davie, as 
members of a committee appointed to draw up the preliminary 
plans for the organization, which will include in its member- 
ship the traffic representatives of the members of the guild. 


NEW YORK SHIPPERS’ CONFERENCE 


The nominating committee of the Shippers’ Conference of 
Greater New York has submitted the name of William H. 
Chandler, traffic manager of the Merchants’ Association, as its 
chairman for a third term. The nomination is practically equiv- 
alent to election. Other officers nominated were: First vice- 
chairman, Rollins White, of F. W. Woolworth & -Co.; second. 
vice-chairman, Charles W. Braden; treasurer, George Loeffler, 
Jr., for reelection; secretary, George W. Stufflebeam.. 


AVIATION LEGISLATION 


Representative McLeod, of Michigan, has introduced a bill 
(H. R. 17204) to create a department of aeronautics and to 
provide for a secretary of such department. The duties of the 
aviation department of the Department of Commerce, under 
the air commerce act of 1926, would be transferred to the new 
department. . 

Chairman Parker, of the House committee on interstate 
and foreign commerce, has favorably reported S. 5350, a bill 
to amend the air commerce act with reference to examination 
and rating of schools giving instruction in flying. 


MOTOR BUS BOND BILL 


A bill (H. R. 17189) to protect the right of recovery for 
damage in connection with the operation for hire of passen- 
ger motor vehicles in interstate and foreign commerce has 
been introduced by Representative Huddleston, of Alabama, a 
member of the House committee on interstate and foreign com- 
merce. 

Surety bonds, to be approved by the Interstate Commerce 
Commission, under the bill, would be required of motor pas- 
senger common carriers in interstate and foreign commerce, 
as a condition precedent to operation. The bonds would be 
required as surety for the payment of damages for loss of 
life, personal injuries, loss and damage to property and failure 
to perform contracts of carriage. Penalties are provided for 
violation of the provisions. 
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In this department will be answered questions of both | 
practical nature that ny ge or apy dealing with traffic. A 
on interstate commerce law, whois a member of our legal de 
will give his opinion in answer to any simple question relating to the la 
of interstate transportation of freight. traffic man of long experiengs 
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or that involves a situation too complex for the kind of i igati 
herein contemplated. " —— 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 
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Reconsignment—Charges Applicable Where 
ments Executed 


Two  Reconsign. 


_ California—Question: Will’ you kindly advise what deci- 
sions there are, if any, in which the Interstate Commerce Com. 
mission has ruled on the question of when a diversion or Te- 
consignment is to be considered as having been accomplished 
and diversion or reconsigning charges properly assessed? | .: 

As an example, a car of freight destined Pittsburgh, Pa, 
reconsigned after arrival to New York, N. Y., under the provi. 
sions of Penn. R. R. Tariff No. 223-C, I. C. C. F-22386. Recon. 
signment instructions filed 11 a. m. October 24, 1928. Carriers 
being later instructed to cancel original reconsignment, and 
reconsign to Philadelphia, Pa., instructions filed at 6:45 Dp. m 
October 24 1928, car moved from hold yard, 7 p. m. October 4, 
arriving classification yard 9 p. m. October 24, forwarded from 
classification yard, 5 p. m. October 25. 


’ While it is true, the first reconsignment was acted upon 
before subsequent instructions could have been accomplished, 


- still the movement from the hold yard to classification yard 


would have been necessary, whether car was reconsigned to 
New York or Philadelphia, and, furthermore, the movement 
from Pittsburgh to Harrisburg, Pa., would be in the same train, 
whether the destination were New York or Philadelphia. 


The question arises, of course, as a result of the provisions 
of rule 5 (a) and (b), which provides that only one change in 
destination will be permitted; that if the consignor, consignee 
or owner requests a subsequent change necessitating movement 
of the car, the shipment will be treated as a reshipment from 


point of reforwarding and will be charged at the tariff rate 
therefrom. 


The point is, that the subsequent change in this instance 
did not necessitate any “additional” movement of the car, as 
the movement from the hold yard to the classification yard was 
necessary in any event. 


Answer: See, with respect to this question, the Commis- 
sion’s opinions in M’Swain Lumber Co. vs. A. T. & N. R. R. Corp. 
142 I. C. C. 605, and Cudahy Packing Co. vs. Director-General, 
102 I. C. C. 598. In the case first cited, the Commission said: 


Complainants urge that a reconsignment can only be accomplished 
by doing the thing requested; and that reconsignment instructions 
may be canceled and other instructions substituted in lieu thereof 
in cases where there is ample time for the carrier to intercept the 
shipment and change the instructions while the shipment is moving. 
They also stress the fact that no out-of-line or additional movement 
of the car was made and that there was only one actual change 
in destination. 


; The rules define reconsignment, among other things, as a change 
in destination and/or any other instructions given by consignor, 
consignee, or owner necessary to effect delivery which require a 
change in billing or additional movement of the car, or both. Com- 
plainants’ orders hadin each instance been executed prior to the 
receipt of their subséquent orders. It is clear that no orders could 
be substituted in lieu of those already executed. 


It seems clear from the above cases that under the facts 
you set forth in your letter there were two reconsignments, 
the first reconsignment having been executed prior to the giving 
of the second reconsignment instructions, or at least it does 
not appear the second reconsigning instructions were given in 
time to be substituted for the original reconsigning instructions. 

Minimum Weights—Reasonableness of 

Missouri.—Question: We have been assessed charges on 4 
tank car of alcohol on basis of minimum weight 30,000 pounds. 
The tank car which carried this shipment shows a gallon ¢a- 
pacity of 4,222 as per E. B. Boyd’s Circular 6-T. The tariff 
covering quotes minimum weight 98 per cent of the shell capacity 
based on 6.83 pounds per gallon, but not less than 30,000 pounds. 

We filed claim on this alleged overcharge, stating that .it 
was impossible to place the minimum weight of the commodity 
carried in this car, and that it was absurd to even think that 4 
shipper or consignee should be required to pay for more weight 
than could actually be placed in the tank. 

Will you kindly cite us to previous decisions on similar 
cases, also let us have your views on same? x 

Answer: See, in regard to this question, the Commission's 
opinions in Armour Grain Co. vs. Director-General, 58 I. C. 3 
306; Swastika Fuel Co. vs. A. T. & S. F. Ry. Co., 49 I. C. © 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 







Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 









«gin tO 
jgin . . 
point of “,ti08 Fast Freight Service 






Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 







For Complete Information 
Communicate with 







F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 













F. N. Puente, Gen. Agt. A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bidg 
n Francisco, Calif. New Orleans, La. 






F. ©. Lous, Com, 
Chicago, Ill. ’ 













Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . « 101 Hours 
Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 


NATIONAL RAILWAYS OF MEXICO 








ROUTE YOUR BILLS OF LADING VIA PEORIA, ILLINOIS 


Peoria, the gateway between Eastern and Western Trunk line territories— 
no time lost in transfer. 


USE PEORIA GATEWAY 


Half-way Between Chicago and St. Louis 
. Shippers often overlook the terminal, a vital ing extremely efficient service and cooperation 















link in the routing of merchandise which re- a to shippers who appreciate rapid transit of 
quires speed in shipment. I their merchandise. 
Termina in transfer. Peoria is also a rate breaking point which 
: vdeeapapgeng F gives it considerable advantage over other cities 
You will find the P. & P. U. Railway render- a in the mid-west in the matter of freight rates. 
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PEORIA AND PEKIN UNION RAILWAY COMPANY 


INQUIRIES SOLICITED Address E. F. Stock, Traffic Manager UNION ATION, PEORIA, ILL. 
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588; and Durham Co. and Iron Co. vs. C. of G. Ry. Co., 34 I. C. C. 
10. 

As you will observe, the Commission, in Swastika Fuel Co. 
vs. A. T. & S. F. Ry. Co., 49 I. C. C. 588, prescribed a minimum 
weight on coke on actual weight of cars loaded to full space 
or visible capacity, but not less than 30,000 pounds. However, 
in the other two cases cited, the Commission found that charges 
assessed on shipments in excess of the marked capacity of cars 
were unreasonable where cars could not be loaded to the mini- 
mum weight specified in the tariff. In Armour Grain Co. vs. 
Director-General, 58 I. C. C. 306, the Commission said that if 
carriers desire to protect themselves from unduly low charges 
per car, they should do so by regulating the rate and not by 
prescribing arbitrary minimum weights which can be loaded 
only in cars of unusual size. 


Demurrage—lIntra-Plant Switching 


Arkansas-Texas.—Question: We would like very much to 
have your opinion of the application of Agent B. T. Jones’ Tariff 
4-H, I. C. C. No. 2003, on the following: 

We are operating a treating plant in the state of Texas, and 
in the operation of this plant it is sometimes necessary that we 
use carrier’s equipment for intra-plant switching. Material 
moved into the plant is completely unloaded without demurrage 
charges and the car is then loaded with some of our material 
that we desire moved to another part of our yard. Our own 
engine moves this car from one point to another in our yard 
and the carriers claim that we should pay a switching charge 
of $3.50, and, in addition to this switching charge they assess 
demurrage for the time that such car is held for use in moving 
this material, at rate of $2 per day. The carriers do not take 
into consideration the 48 hours’ free time that we are allowed 
for unloading, even though such car is unloaded on the day that 
it is placed in our yard and released and returned to them 
before the expiration of the 48 hours’ time limit. 


It is our understanding that we should pay only $2 per day 
for the time that the car is held in this service, but we are 
unable to locate specific tariff authority for this understanding. 
Please advise your opinion of the correct charges applicable 
to service of this kind. 


Answer: In Gammill Lumber Co. vs. A. & V. Ry. Co., 87 
I. C. C. 41, the Commission held that the provisions of sections 
(b) and (d) of rule 6 of the Uniform Demurrage Rules were 
applicable to a car appropriated by a shipper and used in intra- 
plant switching service, citing its decision in American Smelt- 
ing and Refining Co. vs. L. V. Ry. Co., 56 I. C. C. 195. 


However, if, in the instant case, the intra-plant switching 
service was performed within the period of free time allowed 
for the unloading of the car following its road haul movement, 
it does not appear that the use of the car in intra-plant switch- 
ing service resulted in the detention of the car beyond the free 
time allowed for the unloading of the car while in its line-haul 
movement, for which a charge may be made. 


Recovery of Freight Charges by Consignee Where Contract of 
Sale Provides for Payment by Party Returning Goods 


Ohio.—Question: One of our dealers in New Jersey re- 
turned a shipment of tires, practically a half of a carload, and 
his contract calls for prepaying of freight on shipments returned. 
The original bill of lading was written out prepaid and with 
the proper coils and cartons on same, but weight was left blank, 
they thinking they could get the weight at the freight depot. 

When the truckman delivered them at the depot, in some 
manner they neglected to weigh them, but wired ahead for 
shipment to be weighed at the next shipping depot. This was 
evidently overlooked and shipment came to us with charges 
collect, which we paid, and a few days after, the original bill 
of lading came to us, showing they should have been prepaid. 
The writer took this up with the general freight agent, who 
in turn took it up with the issuing office and the above is the 
explanation they made. Can we be reimbursed for the charges 
paid by us? 

Answer: While you might have refused payment of freight 
charges after delivery of the shipment, had the bill of lading 
shown that the freight charges were fully prepaid (see our an- 
swer to “California” on page 364 of the February 9, 1929, Traffic 
World, under the caption, Freight Charges—Liability of Con- 
signee Where Bill of Lading States that Charges Have Been 
Prepaid), it does not appear that you were misled into paying 
the charges, as you state the shipment came to you charges 
collect. Your remedy, in our opinion, lies in a recovery of the 
charges from your customer under ‘the terms of the contract of 
sale. 


CONDITION OF EQUIPMENT 
Class I railroads on February 1 had 136,319 freight cars 
in need of repair or 6.2 per cent of the number on line, accord- 
ing to the car service division of the American Railway Associa- 
tion. This was an increase of 1,203 over the number reported 
on January 15, at which time there were 135,116 or 6.1 per 
cent. Freight cars in need of heavy repairs on February 1 
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totaled 96,903 or 4.4 per cent, a decrease of 1,888 com 
with January 15, while freight cars in need of light re 
totaled 39,416 or 1.8 per cent, an increase of 3,091 compared 
with January 15. 

Locomotives in need of repair on the Class I railroads op 
February 1 totaled 8,161 or 14 per cent of the number in line 
This was a decrease of 831 compared with the number ip need 
of repair on January 15, at which time there were 8,992 or 
15.4 per cent. Locomotives in need of classified repairs on 
February 1 totaled 4,446 or 7.6 per cent, a decrease of 347 
compared with January 15, while 3,715 or 6.4 per cent Were 
in need of running repairs, a decrease of 484 compared with 
January 15. Class I railroads on February 1 had 5,497 gery. 
iceable locomotives in storage compared with 6.045 on Jany. 
ary 15. 


COAL PROTEST TO LEWIS 


The Traffic World Washington Bureau 


Chairman Lewis, of the Commission, has received from Rep- 
resentative Douglass, of Massachusetts, a statement in which 
it is alleged that discrimination results from the practice of 
railroads carrying “washed” anthracite coal at lower rates than 
“dry” coal. 

“The railroad company,” says Mr. Douglass, “allows a reduc. 
tion in freight rates on washed coal. The supposition of the dry 
coal shipper is that the percentage of water in the coal is largely 
in excess of the percentage of freight reduction allowed. The 
discrimination comes in the fact that the railroad company jis 
hauling a ton of material (coal, slate and water) to market for 
less price per ton, from the mines having wet washers, than 
it does from the mines that have no preparations at all, or mines 
that have installed the dry method of cleaning coal.” 

The Massachusetts representative goes into the practices 
with respect to preparation of washed coal and dry coal. He 
says there is a dry process for cleaning coal that removes the 
inerts from the coal without adding water and that is more eff- 
cient and less costly than the wet washing process. 

“It is being installed by the most intelligent and advanced 
coal operators all over the world,” he continues, “but is making 
no progress in the anthracite fields of Pennsylvania on account 
of the unfavorable attitude of the coal land owner, coal operator, 
the discriminating railroad freights in favor of wet coal and the 
indifference or ignorance of the public. Coal should be pur- 
chased on B. T. U. basis; samples taken at the railroad scales. 
All city officials should protect their dealers and consumers 
against wet coal.” 


I. C. C. CLOSED FRIDAY 


The offices of the Commission and other government de- 
partments were closed Friday, February 22, on account of 
Washington’s birthday. 


RAILROAD FUEL STOCKS 


Stocks of railroad fuel continued to decline in the last three 
months of 1928 and at the beginning of 1929 were lower than 
at any time since June, 1926, according to a survey of the coal 
division of the Bureau of Mines of the Department of Commerce. 
On January 1 the American Railway Association reported that 
9,237,000 tons of bituminous coal were on hand, a net reduction 
of 636,000 tons since October 1, 1928. 

On January 1, the railway association also reported, there 
were 1,023,000 tons (20,467 cars) of unbilled coal on wheels 
awaiting shipment at the mines or in classification yards. In 
comparison with October 1, 1928, this was an increase of 200,000 
tons. 


CHANGES IN DOCKET 


Hearing in finance No. 7175, application of Kinston Carolina 
R. R. for a certificate of public convenience and necessity per- 
mitting abandonment of its line of railroad extending from 
Kinston to Beulaville, N. C., assigned for February 19, at 
Raleigh, N. C., before Corporation Commission of N. C., was 
canceled and reassigned for March 5, at Raleigh, N. C., before 
Corporation Commission of N. C. ; 

Argument in No. 17757, in the matter of use of private 
passenger train cars, assigned for February 19, at Washington, 
D. C., was canceled and reassigned for March 14, at Washington, 
BD: <. 
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commerce carried to and from New 
Orleans by 91 foreign and coastwise 
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five and one-half miles of steel cov- 
ered sheds. The Public Belt Railroad 
affords convenient transportation be- 
tween all steamship lines, barge line, 
railroads and terminals, etc. At the 
port of New Orleans freight is han- 
dled quickly and efficiently. 
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Freight Tariffs 


First of a Series of Twenty-Six Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


The Law and Freight Tariffs 


The publication, filing, and posting of tariffs of car- 
riers engaged in interstate commerce is directly and 
unequivocably prescribed by the interstate commerce 
act. Carriers subject to this act may not engage or 
participate in the transportation of passengers or prop- 
erty unless the rates, fares, 
and charges on the persons 
or property transported are 
filed and published in ac- 
cordance with the pro- 
visions of the act—except 
where other provision is 
made specifically by the 
act.? 

The law requires af- 
firmatively that every com- 
mon carrier subject to the 
provisions of the act must 
print, file with the Inter- 
state Commerce Commis- 
sion, and keep open to 
public inspection, its sched- 
ules showing all the rates, 
fares, and charges for 
transportation between dif- 
ferent points on its own 
route, and between points 
on its own route and those 
on the route of any other 
carrier. These provisions 
apply to carriers by rail- 
road, pipe line, or by 
water, when a_ through 
route and joint rates by 
rail-and-water have been 
established. 

If no joint rates have 
been established over 
through routes, the several 
carriers comprising combi- 
nation routes must print, 
file and keep open to public 
inspection the separately 


which affect the value of the service rendered to the 
passenger, shipper or consignee.* 


Posting. 


Tariffs containing the information described above 
must be plainly printed in 
large type. Copies for the 
use and information of the 
public are required to be 
kept posted in two public 
and conspicuous places in 
every depot, station, or 
office of the carriers, where 
passengers or freight, re- 
spectively, are received for 
transportation. The sched- 
ules must be posted in 
such a way that they are 
accessible to the public and 
can be conveniently in- 
spected.* 

It is declared by law 
to be the duty of the rail- 
road to keep conspicuously 
posted at all times in every 
station where freight is re- 
ceived for transportation 
the name of an agent of 
the carrier in the place 
where the station is located, 
to whom application may 
be made for information 
respecting rates or tariffs 
required by law to be 
given on written request. 
If any carrier fails to post 
the name of its agent, re- 
quests may be addressed 
merely to the station agent 
of the carrier at the station, 
without further reference 
or identification except the 
name of the carrier and 


established rates, fares, and PROF. G. LLOYD WILSON station and the proper post 


charges applied to the 
transportation of persons or goods over such routes.” 


The Contents of Tariff Schedules. 


Tariff schedules printed by carriers subject to the 
act must plainly and clearly show the following data: 
1. The places between which property and passengers 
are carried; 2. The classification of freight in effect 
governing the tariffs; 3. The terminal, storage, icing, 
and all other charges required by the Commission, stated 
separately from line-haul charges or rates; 4. The priv- 
ileges or facilities granted or allowed by the carriers in 
connection with the transportation service; 5. The rules 
or regulations pertaining to the transportation services 
“which in any wise change, affect, or determine any part 
or the aggregate of such rates, fares or charges,” or 


14Interstate Commerce Act, as amended, section 6, paragraph 7. 
*Section 6, paragraph 1; and section 1, paragraph 6. 


office address. Requests for 
information addressed in this manner, deposited in any 
post office with the proper amount of postage affixed are 
considered properly served notices under the require 
ments of the act.® 
The Commission is empowered by the act to deter- 
mine and prescribe the form in which the tariff schedules 
required by the act to be posted for public inspection 
are prepared and arranged. It may change the form by 
administrative rulings from time to time as changes are 
found to be expedient.® 
Filing. 
The tariffs schedules must be filed with the Com- 
mission. Copies of all contracts, agreements, or arrange 
ments of all common carriers with other common cat- 


*Paragraph 6, section 1. 


4Section 1, paragraph 6. 
5Section 6, paragraph 12. 
*Section 6, paragraph 6. 
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riers in relation to any traffic affected by provisions of the 
act must be filed with the Commission by common carriers 
parties to the transactions.’ 


Changes in Tariffs 


The law, as amended at present, provides that changes 
may not be made in the individual or joint rates, fares, or 
charges of common carriers subject to the act, published 
and filed in compliance with the requirements of the act, except 
after thirty days’ published notice to the Commission and the 
public. The published notices of the intention to make changes 
in the tariffs must show, first, the changes proposed in the 
tariff schedules then in force, and, second, the time when the 
changed rates, fares, or charges are to go into effect. 

The changes proposed must be shown either by printing 
new tariff schedules or by indicating them plainly on the 
schedules then in force and open to public inspection. 

The Commission is empowered in certain cases to allow 
changes to be made in tariff schedules on less than the period 
of notice required by statute. Such permission may be granted 
by the Commission in its discretion and for good cause shown 
by the carriers. It may, however, modify the requirements of 
the act with respect to the publishing, posting and filing of 
tariffs, either in particular instances or by general orders to 
special or peculiar circumstances or conditions.® 

The Commission, it is interesting to note, has also the 
power to consider and approve or disapprove all proposed 
changes in the classification, weight limits, rates of postage, or 
zone boundaries in the parcel post service.°® 

Tariff schedules tendered by carriers for filing that do not 
provide for and give the notice of effective date required by 
the act, may be rejected and refused the privilege of being filed. 
Any schedule so rejected or refused by the Commission is void 
and its use is declared unlawful.” 


Parties to Joint Tariffs 


The act requires that the names of the several carriers 
parties to joint tariffs must be specified in the schedules. Each 
of the carriers parties to the tariffs other than those filing the 
issues is required to file with the Commission evidence of con- 
currence and acceptance of the tariffs, as may be required or 
approved by the Commission. If evidence of concurrence or 
acceptance is filed it is not necessary for the carriers filing the 
concurrences to file also copies of the tariffs in which they 
are named as parties.” 


Observance of Published Tariffs 


The act makes departure from the published, posted, and 
filed tariffs the sole test of discrimination. It forbids any car- 
rier subject to the act to “charge, demand, or collect any greater, 
less or different compensation” for any transportation service, 
passenger or freight, between points named in the tariffs, than 
the rates, fares or charges specified in the tariffs duly filed and 
in effect at the time the service is rendered. This provision 
applies not only to the rates, fares, or charges for actual trans- 
portation between points, but also to any service in connection 
with such transportation. Carriers are forbidden, furthermore, 
to refund or remit, in any manner or by any device, any portion 
of the rates, fares, or charges specified in the tariffs lawfully 
on file. No privileges or facilities may be extended or granted 
to any shipper or person except the privileges or facilities au- 
thorized by the legal tariff schedules. Published tariff trans- 
portation rates and fares and tariff charges for privileges and 
facilities must be charged, and these only.” 

The Commission has consistently held deviations from pub- 
lished rates and charges illegal and these findings have been 
upheld in a long series of cases in the federal courts, including 
the Supreme Court of the United States. 


The Obligation of the Carriers to Quote Rates 


Carriers subject to the act have a clearly defined statutory 
obligation to prepare, publish, post, and file tariff schedules in 
order to establish the rates and charges published in the 
schedules as the sole legal bases of billing for any transporta- 
tion charge. A further obligation is imposed by law to quote 
rates or charges to persons requesting such information. 

The act requires that carriers subject to its provisions must 
furnish written statements of the rates or charges applicable 
to described shipments between stated points published in tariff 
schedules to which the carriers are parties, on written reauests 
by persons or companies made on the agents of the carriers. 
If the carriers fail or refuse to furnish this information within 
a reasonable time or misstate in writing the applicable rates, 
the persons or companies making the requests may have the 
offending carrier penalized, if the requestors suffer damage as 
a consequence of the failures or misstatements. Damage may 


7Section 6, paragraph 5. 

Section 6, paragraph 3. F 

*Post Office Appropriation Acts of 1912 and 1916; 37 Stat. L. 558, 
and 39 Stat. L. 412. 

T. C. Act, section 6, paragraph 9. 

USection 6, paragraph 4. 

®Section 6, paragraph 7, 
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be suffered by persons or companies requesting rate informs. 
tion in either of the following ways: ‘ 


1. By making the shipment over other lines or routes by Which 
the proper rates are higher than the rates over other available lines 
or routes. 

2. By entering into sales or contracts under which the T80ns 
or companies obligate themselves to make shipments of freight at 
their cost. 


The carrier failing or refusing to quote rates or Quoting 
erroneous rate information in writing on written request ig 
liable to a penalty of $250. The penalty accrues to the United 


States and may be recovered from the offenders in a civij action 
brought by the federal government.” The obligation of the 
carriers to post in their stations the names of their agents 
on whom such rate requests may be made is discussed above 


Tariff Simplification 

Much has been written and said by the Commission, the 
carriers, and shippers within recent years with regard to the 
simplification of tariff schedules. This discussion has its basis 
in the provisions of the act. It authorizes the Commission to 
make suitable rules and regulations looking toward the sim. 
plification of schedules of rates, fares, and charges and of the 
classifications governing the tariff schedules. The Commission 
has the power to permit, through its rules and regulations, the 
filing of amendments or changes in rates, fares, or charges, or 
in classification, without the filing of complete tariff schedules 
which are not changed, if, in the judgment of the Commission, 
this plan of amendment is not inconsistent with the public 
interest.” 

Penalties 


Carriers, their receivers, or trustees, refusing or failing to 
comply with the terms of any regulation adopted and promul- 
gated by the Commission under the provisions of the law re 
lating to tariff publication, posting, or filing, are liable to 
penalties of $500 for each offense and $25 for each day the 
offense continues. This penalty, like the one for failure or 
refusal to quote rates or for written misstatements of rates, 
accrues to the federal government and may be recovered in 
a civil action brought by the United States.” 

The Elkins act of 1903, as amended, also applies to failure 
to publish and file tariffs. This law provides that the wilful 
failure of any carrier, subject to the act to regulate commerce 
and amendatory acts, to publish and file tariffs of rates and 
changes required by law, or the failure strictly to observe the 
published tariffs until they are legally changed, is a misde- 
meanor. The offending corporation, on conviction, is subject 
to a fine of not less than $1,000 or not more than $20,000 for 
each offense.” 

This act also stipulates that, whenever any common carrier 
publishes is files a rate with the I. C. C. under the provisions 
of the aet, or participates in any rate published and filed with 
the Commission, the rate so published and filed is conclusively 
deemed to be the legal rate in any prosecution begun under the 
Elkins act against the carrier or its officers or agents. Any de 
parture from the legally published and filed rates or any offers 
to depart from these rates is deemed to be a violation of the 
law, punishable under the provisions of the Elkins act. 


injunctions to Restrain Departures from Tariffs 


The Elkins act authorizes the issuance of injunctions by 
the courts to restrain the carriers from departing from their 
tariff schedules. The act directs the Commission to present @ 
petition alleging the facts to the Circuit Court of the United 
States, sitting in equity and having jurisdiction, whenever the 
Commission has reasonable grounds for believing that a common 
carrier subject to the act is engaged in the carriage of pas 
sengers or the transportation of freight traffic between points 
at less than the published rates on file, or in committing any 
discrimination forbidden by law. 

It is made the duty of the courts to which the petitions are 
presented to inquire into the circumstances in such manner 
as the courts may direct. Formal pleadings and proceedings 
applicable to ordinary suits in equity are unnecessary. Persons 
or corporations whom the courts deem necessary may be made 
parties to the investigations. If the courts are satisfied of the 
truth of the allegations of the petitions, the observance by the 
carriers of the published tariffs is enforced by court orders, oF 
the courts may direct and require the discontinuance of dis- 
criminations by proper orders, writs, and processes. The orders 
of the courts may be enforced against the carriers. The right 
of appeal, of course, is given to those against whom the findings 
are made. 

The district attorneys of the United States are charged 
with the duty of instituting and prosecuting injunction proceed: 
ings to restrain carriers from violating the provisions of - 
legally published tariffs and from discriminating, whenever the 


13Section 6, paragraph 11. 


“Section 6, paragraph 12 of the act covers this point. 
Section 6, paragraph 3. 

Section 6, paragraph 10. 

WElkins act, section 1. 
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Get the facts! 


growing importance of Dallas and the South- 
west market makes the following reports extremely 
valuable to the traffic executives of expanding 
organizations in all lines—write for any or all of 
them you wish: 1. Market Map of the Southwest. 
2, The Southwest—Six Billion Dollar Market. 
3, Dallas—Distribution Center. 4. Industrial Sure 
vey of Dallas. 5. Dallas as a City in Which to 
Live. 6. The Growth of Dallas. 7. Texas Corpo- 
ration Laws. INDUSTRIAL DALLAS, Inc., 1148 
Chamber of Commerce Building, Dallas. 
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WE NEITHER BUY NOR SELL COTTON 


We Care Not “From Whence It Comes Nor 
Whither It Goes,” That’s Your 


Business and Yours Only 
GEO. SEALY J. GARRISON 
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TRAFFIC TRAINING 


should be considered a necessary part of 
a progressive traffic executive. Take 
advantage of our research and laboratory 
method of traffic training. Select the 
service most beneficial to you. 



















Two separate courses:—(1) Traffic 
Specialization for men with ordinary 
experience and training, (2) Traffic Law 


and Practice for men with wide general 
traffic experience. 


NO THEORY OR BOOK READ- 
ING. ACTUAL PRACTICE ON 
COMPLETE LEGAL TARIFFS. 
I.C.C. AND COURT DECISIONS. 
YOU LEARN BY DOING. 


Here is opportunity knocking at your door. 
Write to-day for full information. 


COLLEGE OF ADVANCED TRAFFIC 
Dept. 4. 608 S. Dearborn St. Chicago, IIl. 





We Can Cut 
Your Shipping Costs 
and Damage Losses 


We have cut shipping costs and reduced damage 
losses for hundreds of firms in nearly every line. 
Leading industrials such as Bridgeport Brass, 
Glidden, Gillette, Sears Roebuck, Chevrolet, . . . 
are regular customers. 


We advocate no particular kind of shipment but 
usually can help you make the most of your pres- 
ent type of container. 


Why not give us a call now, ask one of our ship- 
ping experts to stop in and check up with you— 
or send for catalog No. 15. There is not the 
slightest obligation. 


SIGNODE 


Steel Strapping Co. 
2613_N. Western Ave., Chicago, Ill. 


We also manufacture 
round wire tensional re- 
inforcements, all forms of 
nailed strapping, pail 
clasps, clutch nails, tag 
fasteners, etc. Write 
for general catalog. 







































Coupon 
Reminder 

Signode Steel 
Strapping Co., 

2613 N. 






















Please send shipping ex- 
ert to check up on our 
shipments. We 
there is no obligation. We ship 
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Attorney-General of the United States shall direct, either on 
his own motion or on the request of the Commission. 

The penalties provided in the Elkins act and the amending 
acts to be imposed on the carriers for violation of their tariffs 
do not preclude injured parties from bringing suits for the 
recovery of damages or any other actions provided for by the 
provisions of the interstate commerce act.” 


Subpeena of Tariffs 


The Commission, in complaints and investigations in con- 
nection with the enforcement of the interstate commerce act, 
may require by subpcena the attendance and testimony of wit- 
nesses and the production of all books, papers, tariffs, contracts, 
agreements, and documents relating to any matters under in- 
vestigation.” 

The act also provides that the copies of tariff schedules and 
classifications, and the contracts, agreements, and arrange- 
ments between common carriers filed with the Commission, as 
provided for in the act, as well as the data contained in reports 
filed by carriers, must be preserved as public records in the 
custody of the secretary of the Commission. These classifica- 
tions, tariffs, agreements, and data are received as prima facie 
evidence of what they purport to be for the purposes of inves- 
tigations by the Commission and in all judicial. proceedings. 
Copies and extracts of any of these tariffs, classifications, con- 
tracts, or reports as public records are received in evidence as 
though they were originals, if certified by the secretary of the 
Commission under its seal.” 


Elkins Act, section 3. 


Interstate Commerce Act, pagan 74, paragraph 1; see also Com- - 


pulsory Testimony Act, 1893, 27, L. 44 
*°~Section 16, paragraph 13. 


Digest of New Complaints 


“Ss oe 


No. 21333. Sub. No. 2. Standard Four Tire Co., Keokuk, Ia., vs. A. 
& B. B. et al. 

Unreasonable rates and charges on crude rubber, from points 
in official classification territory to Keokuk, Ia. Asks rates-for 
future and reparation. 

- 21616. Sub. No. 3. Perrine-Armstrong Co., Ft. Wayne, Ind., vs. 
Pennsylvania et al. 

Charges in violation of sections 1 and 4 of the act, on lumber, 
from Ft. Wayne, Ind., originated at Red Key and Flora, Ind., to 
Holly, Mich. Asks reparation. 

- 21691. Sub. No. 2. Bladen Lumber Co. et al., Bladen, Neb., vs. 
Santa Fe et al. 

Rates in violation of sections 1, 3 and 4 of the act, on coal, 
from points in Colorado and New Mexico to Nebraska and Kan- 
sas points. Ask rates for future and reparation. 

- 21722. Sub. No. 1. Blue Ribbon Oil Co. et al., Geneva, IIl., vs. 
Santa Fe et al. 

Rates in violation of sections 1, 3 and 4 of the act, on petroleum 
geome. from points in Texas, Oklahoma, Kansas, Arkansas and 

ouisiana to Chicago and other Illinois points and points in 
Iowa. Ask reparation. . 
wr Sup. No. 3. W. H. Barber Co., Chicago, Ill., vs. T. & N. O. 
et al. 

Rates, minimum weights and charges in violation of sections 
1 and 3 of the act, on rosin, from points in Texas to points in 
Illinois. Asks cease and desist order and reparation. 

. 21780. Sub. No. 1. England, Walton & Co., Inc., Philadelphia, Pa., 
vs. P. 8. & N. 

Rates in violation of sections 1 and 3 of the act, on coal, from 
— Pa., to Olean, N. Y. Asks rate for future and repara- 

on. 

. 21868. Sub. No. 1. J. W. Remark Coal Co., Akron, O., vs. Penn- 
sylvania. 

Rates and demurrage charges in violation of sections 1 and 6 
of the act, on coal, from Kentucky and West Virginia points to 
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Akron, O. Asks application of proper demurrage tut 
N T9te. Raub NC 3. O. A. Smith Ag I peti: 
Oo. ub. No. 3. . A. Sm ency, Inc., Cin 
Arkansas Valley Interurban et al. cinnati, O., ¥s, 
Unreasonable rates on egg case fillers and flats, from Hu d 


son, Kan., to points in Oklahoma. Asks rates for future and ne 


aration. 
No. 21917—Accounting for rebuilding freight cars b 
Cale, Bea s+ uy Commhision regarttig motan a 
s is an inquiry by Commission regarding method 
ing for expenditures by C. & O. in rebuilding freight sanccount- 
No. 21920. Southern Agriculture Service, Inc., Alexandria, La, 
L. & A. et al. » VB 
Charges in violation of section 6 of the act on Cottonseed 
Matagorda, Miss., to Alexandria, La. Asks cease and desist order 
and reparation. 
No. 21921. Krey Packing Co., St. Louis, Mo., vs. B. & O. et al. 
Unreasonable charges on fresh meat from St. Louis, Mo to 
points in trunk line and New England territories. Asks cease and 
desist order and reparation. 
No. 21922, The Paratex Corporation et al., New York City VS. A, 
Cc. & Y. et al. “ 
Rates in violation of sections 1 and 3 of the act, on hemp fibre 
mats or rugs in three classification territories. Asks ratings, rates 
and charges for future and reparation. : 


‘No. 21924. The Charles Nelson Co., et al., San Francisco, Calif, yg 


Arcata & Mad River et al. 

Charges in violation of sections 1 and 3 of the act, on lumbe 
from Korbel, Calif., because of local rates assessed to Korblex, 
Calif., over and above the coast group rate in tariff I. C. C, 1g 
Ask reparation. 

No. 21925. S. J. Peabody Lumber Co., Columbia City, Ind., vs, Penp. 
sylvania et al. 

Sixth class rate in violation of first three sections of the act, on 
lumber from Columbia City, Ind., to Medina, O. Asks rate fo 
future and reparation. ; 

No. 21926. Evaporated Milk Association, Chicago, Ill., vs. A. & R. et al, 

Unreasonable rates on tin cans, between points in southern 
classification territory and between points in Official, Illinois 
and Western trunk line territories. Asks rates for future. 

No. 21927. Boyle Mfg. Co., Los Angeles, Calif., vs. S. P. et al. 

Rates in violation of first three sections of the act, on stamped 
ware and tinware from Los Angeles to Phoenix and Tucson, Ariz, 
Asks rates for future and reparation. 

No. 21928. Standard Oil Co. (Ky.), Louisville, Ky., vs. Southern. 

Alleges that practice of requiring complainant to route tank 
car shipments of petroleum products via Southern for defendant's 
line-haul service to Gainesville, Ga., from all origin points as a 
prerequisite to the prompt and proper placement of tank cars 
at complainant’s unloading point is in violation of sections 1, 
3 and 6 of the act. Asks relief for future. : 

No. 21929. Oehler Building Material & Fuel Co. et al., St. Louis, 
Mo., vs. Southern et al. 

Rates in violation of sections 1 and 6 of the act, on common 
building brick, from Albion, Ill., to St. Louis, Mo. Ask rates for 
future and reparation. 

No. 21930. W. P. McDonald Construction Co., Flushing, N. Y., vs. 
A. C. L, et al. ; 

Illegal rates and charges on contractors’ equipment, from Waver- 
ly Transfer, N. Y., to Winston, Fla., because of factor beyond 
Jacksonville. Asks cease and desist order and refund. 

No. 21931. Whitacre-Greer Fireproofing Co., Chicago Heights, IIL, vs. 
B. & 0. C. T. et al. 

Rates in violation of sections 1 and 3 of the act, on hollow 
building tile, from Chicago Heights and points in Chicago switch- 
ing district to points in Wisconsin. Asks rates for future. and 
reparation. 

No. 21931. Sub. No. 1. Same vs, C. M. St, P. & P. et al. 
Same complaint and prayer as to shipments to Milwaukee. 
No. 21932. Globe Forge & Foundries, Inc., Syracuse, N. Y., vs. W 
& L. E. et al. : 

Rates and charges in violation of sections 1 and 3 of the act, 
on steel billets, from Massillon, O., to Syracuse, N. Y. Asks rates 
for future and reparation. 

No. 21933. G. L. Bobbitt et al., Franklinton, N. C., vs. N. & W. etal. 

Rates in violation of section 6 of the act, on sand, from Puddle- 
dock, Va., to Wise, N. C. Asks reparation. 

No. — Frances Oil Co., Salt Lake City, Utah, vs. D. & R. G. W. 
et al. 

Unreasonable rates on oil-well supplies, from Wamsutter, Wyo. 
to Thompson, Utah. Asks reparation. 

No. 21935 The Philip Carey Co., Lockland, O., vs. B. & O. et al. 

Charges in violation of section 6 of the act, on asphalt shingles 
and roofing paper, from Lockland, O., to Baltimore, Md., recon- 
signed to Parksley, Va. Asks reparation. f 


Docket of the Commission 


NOTE—Iitems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 25—Memphis, Tenn.—Examiner Glover: 
* Fourth Section Application 13690—Filed by St. L.-S. F. Ry. 
Fourth Section Application No. 13368, filed by Mo. Pac. R. R. 
* Fourth Section Application 13369—Filed by St. L.-S. W. Ry. 
February 25—Washington, D. C.—Director Mahaffie: 
* 21917—Accounting for rebuilding freight cars by C. & O. 
February 25—Hastings, Neb.—Examiner Hagerty: 
ed of Commerce, Hastings, Neb., et al. vs. C. & N. W. 
y. et al. 
February 25—Topeka, Kans.—Examiner Gwynn: 
21249—Williams & Haney et al. vs. A. & S. Ry. et al. 
February 25—Muskegon, Mich.—Examiner Molster: 
* Finance No. 7319—Application of D. G. H. & M. Ry. for certificate 
to operate, under. trackage rights, over railroad of Pennsylvania 
R. R. et al, in Kent and Muskegon counties, Mich. 
February 25—Philadelphia, Pa.—Examiner Simmons: 
a Coal Dealers’ Association et al. vs. A. C. R. R. 
et al. 


February 25—San Francisco, Calif.—Examiner Smith: 


21680—Fort Klamath Meadows Co. vs. Sou. Pac. Co. 
21285—Quinto Ranch Co, vs, Sou. Pac. Co., et al. 


February 25—Washington, D. C.—Commissioner Lewis and Attorney 

Examiner Barclay: 

17000—Part 5, Rate Structure Investigation. Furniture in so far # 
it embraces the classifications, ratings, rates, charges, rules, ner 
lations, and practices, pertaining to the interstate transpo 
tion of furniture. 

18323—Investigation of rates on furniture. 

|. & S. 2828—Metal Furniture in C. F. A. territory. 

18568—Hey wood- Wakefield Co. et al. vs. A. A. R. R. et al. . 

18835—Grand Rapids Show Case Co. et al. vs. A. A. R. R. et @ 

19306—Heywood- Wakefield Co. et al. vs. A. & V. Ry. et al. 

20022—-Mayer & Co. vs. L. I. R. R. et al. 

20597—Hey wood-Wakefield Co. vs. A. C. L. R. R. et al. 

1. & S. 3102—Classification Ratings on Furniture Frames. 

20726—Jackson Traffic Bureau vs. A. G. S. R. R. et al. al. ve 

21061—I. Addison Trading as Florida Mattress Factory et 
A. & R. R. R. et al. 

21087—The Stationers Corp. vs. P. M. Ry. et al. 





21118—Heywood- Wakefield Co. et al. vs. C. M. & St. P. Ry. et alr 


and receivers thereof. 
21135—Jackson Traffic Bureau vs. A. T. & S. F. Ry. et al. aring, 
Portions Fourth Section Application 2057 et al. (further he 
Only for receipt of rebuttal evidence). 
February 25—Pierre, S. D.—Examiner Harraman: te of 
21598—Sub. 1—Board of Railroad Commissioners of the st@ 
South Dakota vs. Chicago & North Western Ry. et al. D. wi 
20329—Board of Railroad Commissioners of the State of 8. )- 
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PHIL ADELPHI A, PA. Two Deliveries Daily in Philadelphia and Nearby Suburbs. 


Daily Delivery Service to 250 Surrounding Towns. 


SOLID or POOL CAR and CONTAINER DISTRIBUTION UNION TR ANSFER CO 


COMPLETE [POR atone | SERVICE  svssibiaey PHILADELPHIA LOCAL EXPRESS 


WAREHOUSING ' Established 1867 1004-26 Spring Garden St. 






















MEMBERS A.W.A. O.W.A 


LEDERER 
TERMINAL 


BUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING ANS DISTRIBUTING 


Merchandise tec cst wartncusse S 
SE 
Storage a W WARED! = 
TERMIN” pansas © 
croo a ms Pool Car 
200 Culced ~Distribution 





act, on 


MERCHANDISE STORAGE and 


at POOL CAR DISTRIBUTION Increased Salaries for 





Warehouses Located in Heart of Railroad District and Jobbing Trade 


ie Bt |FEDERAL COMPRESS & WAREHOUSE COMPANY 


n §89 South Front Street, MEMPHIS, TENN. 


Traffic Managers 


“A plan of pooling L. C. L. shipments which I worked out 
has saved large sums for my firm and our customers, and has 
won the attention of railroad men,” writes L. V. Mullett, Traffic 
Manager for Mutschler Brothers Co., Nappanee, Ind. “As I 
have advanced, through the aid of LaSalle training in Traffic 
Management, my income has increased proportionately. It is 


“1 1Do You Know mm. || 2 = 
; @ larger than when I began my training, but my 
Louis, Oo ou ho That we biggest satisfaction lies in being able to do my work efficiently.” 





ne | (1) Rent teams and trucks? (2) Distribute pool cars? a or not you ay “g } — of experience =? og fey 
8 f you will be interested in LaSalle’s 64-page booklet, “Oppor- 
we; (3) Make daily deliveries to suburbs as well as tunities in Traffic Management.” Send for it today. It’s FREE. 
» V8 to all parts of Chicago? Address Dept. 295-TA 

aver- . 7 . 7 

yond JOS. STOCKTON TRANSFER CO. LaSalle Extension University, Chicago, Ill. 


Established 1857 1020 South Canal Street, Chicago 





LOS ANGELES and SAN FRANCISCO 
.| Foreign Freight CALIFORNIA 
‘ Forwarders po Stee 


ee Established 1884 © Storage — Forwarding — Distribution — Cartage 


“ | D.C.ANDREWS & CO,, Inc. | 7st Sueitias aoa Siar 


= We can oon ee “4 + i aye = age rng oy Os San agua 
pom ugges cemplete your file west! 
27-29 Water Street, New York, U. S. A. at i ae ie os eee a 


Boston Offices UNION TERMINAL WAREHOUSE COMPANY 


92 State Street 731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 








PANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
Scheduled Fertnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
From oe Francisco Orem See Agate 


- S. GUATEMALA 
S. S. EL SALVADOR............+ =. 14 Mar. 16 
- Se - 28 Mar. 30 
S. S. ECUADOR. ..........s00c000 Apr. 11 Apr. 13 


























| BAGS f 










Tell us 

































ST. LOUIS, MO. 


Branches and Sales Offices in nearly all the 
larger cities. See your phone book. 
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: ° t ‘ o, Amapaila, Pun nas, 
. .. 2 P aching ship, without ob- Gee ene bar. Delbse and Cristobal (Fansma), Bacnoventara, Puerto 
i. ligation on our part Colombia and Cartagena, Colombia. 
and 8 y i Trans-Shipment at Panama fer South America and European Ports 
. ° <4 expo issued in transcontinental! 
ss Shippin | BEMIS BRO, BAG CO. ee ee Fee nel tes Ants batkes benened 00 a 
PP f Costs ~ 406 Poplar St. West Coast Mexican and Central American ports. 
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Cc. B. & Q. R. R., et al. 
21698—Board of Railroad Commissioners of the State of S. D. vs. 
Cc. B. & Q. R. R., et al. 
February 256—Denver, Colo.—Examiner Flynn: 
21425—The McGovern Coal Co. vs. D. & R. G. W. R. R., et al. 
February 25—Rochester, N. Y.—Examiner Cheseldine: 
21618—Gleason Works vs. N. Y. N. H. & H. R. R., et al. 
February 25—Argument at Washington, D. C.: 

15028—Peyton Packing Co. vs. A. & S. Ry. et al. 

February 25—Washington, D. C.—Examiner Schutrumpf: 

Finance No. 7345—A pplication of the Fort Worth & Denver City 
Ry. for authority to acquire control by lease of an extension of 
the railroad and property of the Ft. Worth & Denver South 
Plains Ry. 

February 26—Washington, D. C.—Examiner Sullivan: 
* Finance No. 6974—Application Reading Co. for authority to acquire 
control by lease of Mount Carmel R. R. (further hearing). 


February 26—Argument at Washington, D. C.: 

Finance No. 4565—Proposed construction by D. & S. L. W. R. R. 
February 26—Salina, Kans.—Examiner Gwynn: 

a * e Chamber of Commerce et al. vs. A. T. & 8S. F. Ry., 

e a 

February 26—Washington, D. C.—Examiner Berry: 

16406 (and Sub. 1)—King Powder Co. et al. vs. B. & O. R. R. et al. 
February 26—Philadelphia, Pa.—Examiner Simmons: 

19282—David Berg Industrial Alcohol Co. vs. Reading Co. 


February 26—Knoxville, Tenn.—Examiner Wilson: 
21120—John L. Humbard Construction Co. vs. Sou. Ry. et al. 
21606—The Murray Construction Co. vs. N. & W. Ry., et al. 


February 26—Denver, Colo.—Examiner Flynm 
- oe & N. M. Coal Operators Assn. vs. A. T. & S. F. 
y., et al. 

February 26—San Francisco, Calif.—Examiner Smith: 

21596—Pioneer Compost Co. vs. Sou. Pac. Co. et al. 

February 27—Washington, D. C.—Examiner Davis: 

* Finance No. 7381—A pplication Texas & Pacific Ry. for authority 
to acquire control of the Texas Short Line Ry. by purchase of 
capital stock and bonds. 

February 27—Syracuse, N. Y.—Examiner Cheseldine: 

21700—Daetsch & Woodward, Inc., vs. A. & A. R. R. Corp. et al 
21783—Vulcan Corp. vs. A. & A. R. R. Corp. et al. 
21602—Ohio Wood Products Co. et al. vs. A. & A. R. R., et al. 


February 27—Evansville, Ind.—Examiner Fleming: 
21506—Mead Johnson & Co. vs. A. C. L. R. R. et al. 


February 27—Lincoln, Neb.—Examiner Hagerty: 
a a ed Equity Co-operative Creamery Assn. vs. B. & M. 
et al. 


February 27—Philadelphia, Pa.—Examiner Simmons: 
21497 (and Sub. 1)—Sharpless Solvests Corp. vs. C. & O. Ry. et al. 
21510—F. W. Tunnell & Co. vs. Long Is. R. R. et al. 


February 27—Pierre, S. D.—Examiner Harraman: 
21655 (and Sub. 1)—Traffic Bureau, Aberdeen Chamber of Com- 
merce et al. vs. C. M. St. P. & P. R. R. et al. 


February 27—Argument at Washington, D. C.: 

Finance No. Application Western Pacific R. R. for authority 
to acquire Union Belt Ry. of Oakland. 

Finance No. 6637—Joint Application Central Pacific Ry. and Southern 
Pacific Co. for authority to acquire Union Belt Ry. of Oakland. 

* Finance Nos. 7298 and 7299—Applications of Wheeling & Lake Erie 
Ry. (petition of intervener in these cases for review of rulings 
of examiner—each side to be allowed 30 minutes to present its 
argument). 


February 28—Martinsburg, W. Va.—Examiner Snider: 
* a — State Horticultural Society et al. vs. A. & R. 
. et al. _ 


February 28—Lincoln, Neb.—Examiner Hagerty: 
21589—Northwestern Iron & Metal Co. vs. B. & O. R. R. et al. 


February 28—San Francisco, Calif.—Examiner Smith: 
21465—Pacific Gas and Electric Co. vs. Sou. Pac. Co. et al. 


February 28—Asheville, N. C.—Examiner Wilson: 
19898—-Western Carolina Shippers Association et al. vs. Asheville 
Southern Ry. et al. 
Portions Fourth Section Appl. 542, 3965, 1952 and 1548. 
21535 (and Sub. 1)—W. H. Anderson Construction Co. vs. L. & N. 


R. R., et al. 
20915—Alley Construction Co. et al. vs. L. & N. R. R. et al. 


February 28—Pierre, S. D.—Examiner Harraman: 
21790—Warren Lamb Lumber Co. vs. C. B. & Q. R. R., et al. 
February 28—Chicago, Ill.—Examiner Glover: 
Fourth Section Application No. 13651, filed by C. W. Galligan, agent. 
February 28—Washington, D. C.—Examiner Sullivan: 
Finance No. 7283—Application of Alton & Southern R. R. for cer- 
tificate to extend its service in St. Louis, Mo., and E. St. Louis, 
St. Clair County, Ill. 
March 1—Jonesboro, Ark.—Examiner Fleming: 
21578—Jonesboro Freight Bureau et al. vs. L. & N. R. R. et al. 


March 1—Lincoln, Neb.—Examiner Hagerty: 
21671—S. A. Foster Lumber Co. et al. vs. A. T. & S. F. Ry. et al. 


March 1—Washington, D. C.—Examiner Berry: 
1. & S. 3238 (and ist Sup. order)—Charge for furnishing refrigerator 
cars for shipments of fresh seafoods from L. & N. R. R. stations. 


March 1—Argument at Washington, D. C.: 
Finance No. . <= of Louisville, Henderson & St. Louis Ry. 


by L. & N. R. R. 
19640—Mathieson Alkali Works vs. L. & N. R. R. et al. 
19808—Mathieson Alkali Works vs. N. & W. Ry. et al. 
20168—Detroit Soda Products Co. et al. vs. A. & R. R. R. 
20384—-Mathieson Alkali Works vs. A. & B. B. R. R. et al. 
March 1—Kansas City, Mo.—Examiner McGrath: 
1. & S. 3233—Proportional rates on grain, grain products and hay 
from Kansas City Group to certain points in Ill., Miss. and to 
Southwestern territory. 
March 1—Louisville, Ky.—Examiner McChord: 
21638—Lee Clay Products Co., Inc., vs. C. & O. Ry. et al. 
March 1—Albany, N. Y.—Examiner Cheseldine: 
21298—Atilantic Mills, Inc., Stottville, N. Y. vs. B. & L. E. R. R., et al. 
March 1—Hutchison, Kans.—Examiner Gwynn: 
21434—Hutchinson Produce Co. vs. C. R. I. & P. Ry., et al. 


et al. 


Vol. Xian, ies 


March 1—Salt Lake City, Utah.—Examiner Flynn: as 2 
1. & &. 3221—Class rates between Utah and Adjacent 
Southwestern and Western Trunk Line territories "8 an 
ore Eee ge {ay Mullen: 
° ° an st sup.)—Crude sulphur (bri 
more, Md., to Hamilton, Ont. (further of a a from Balti. 

March 2—Albany, N. Y.—Examiner Cheseldine: 

1. & S. 3210—Road Building Materials; Gravel, Slag 
tween New England, N. Y. and Canadian points. 

March 2—Little Rock, Ark.—Examiner Fleming: 
21394—Little Rock Tent & Awning Co. vs. B. & O. R. R. et al, 

a + PS a mer ta a re 
b . —Routing on straw from E. St. Loui 

and Ky. points. ® TL, to Ind., Oi 

March 4—Warren, Pa.—Examiner Kettler: 

17745—National Petroleum Assn, et al. vs. B. 
(further hearing). 

March 4—Charleston, W. Va.—Examiner Snider: 
21622—H. 8. Gay Construction Co. vs. C. & O. Ry. et al 
21743—West Virginia Brick Co. et al. vs. C. & O. Ry. et ai. 

March 4—Longview, Tex.—Examiner Fleming: 
20908—East Texas Chamber of Commerce vs. A. T. & S. F. Ry. et al 

March 4—Louisville, Ky.—Examiner McChord: é ; 
ary ‘ome Sub. 1)—Lexington Board of Commerce vs. C. & 9 Ry 

et al. ae 

March 4—Omaha, Neb.—Examiner Hagerty: 

21656 (and Sub. 1)—Citizens Gas Co. vs. A. T. & S. F. Ry. et al 

March 4—Atlanta, Ga.—Examiner Wilson: ; 
21475—Georgia-Louisiana Corp. vs. Southern Ry., et al. 
21643—Jas. G. Yates Co. et al. vs. A. C. L. R. R., et al. 

March 4—New York, N. Y.—Examiner Simmons: 

1. & S, 3212—Lumber from Canada to points on Long Island. 


POSITIONS OR OPEN 


Stone, ete., be. 


& O. R. R. et a) 


The rates for classified advertisements are as follows: First in. 
sertion, $1 per line; minimum charge $3; succeeding Insertions, per 
line, 50 cente; 10 words to the line; numbers and abbreviations 
as words; 6 point type; a In advance. Answers to keyed ad- 

ree of cha and all correspondence held 
WORLD, 418 South Market 


vertisements forwarded 
in strict confidence. THE TRAFFI 
Street, Chicago, Ill. 


_, POSITION WANTED—Trafiic clerk, aged 26, capable and reliable, 
with thorough industrial traffic experience wishes position with in- 
dustry or railroad in Chicago district; A-1 references. Address 
R. E. L. 182, care Traffic World, Chicago, Il. 


POSITION WANTED—Traffic executive desires position of re- 
sponsibility with commercial or industrial organization. Special train- 
ing in traffic together with 14 years’ practical railroad and industrial 
experience. Now employed; age 37; married. Location seco 3 
Salary dependent upon results for advancement. Address N. 0, 
180, care Traffic World, Chicago, IIl. 


PRINTED TRAFFIC FORMS at a saving of one-half or more. 
We print in large quantities and carry in stock for immediate ship- 
ment, ge standard styles of traffic forms, foreign invoices and 
bills of lading. Price list and samples free upon request. 
Forms Company, Janesville, Wis. 


FOR SALE—Cheap, in lots of five or more, 200 Tengwall tariff 


binders, four prongs for standard punchings; excellent condition. 
Address N. M. O. 174, care Traffic World, Chicago, Il. 


LEONARD’S GUIDE 
NNN RNR ES — SRC TS 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing All in One Book! 


G. R. ‘Leonard & Co. 


188 N. Clark St., Chieago 18 E. 26th St., New York 


NEW) ORLEANS 


In the heart of the Commercial District 


we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a oO! tion that will handle orders as 
prom and efficiently as your own shipping department. 


The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES  22itisdl 


WASHINGTON, D. C- 
When in Washington, Eat Well Seasoned, Home Cooked Food st 
THE AVENUE CROWN 
Across the Street from J. C. C. BLDG. 
por 1727 Penna. Avenue N, W. 





